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A TRANSPORTATION PROGRAM 

With Congress adjourned until December and the 
party conventions about to become things of the past 
(though the elections are still confronting us) it be- 
hooves all those who are able to think constructively 
and who believe in sound transportation policies to 
concern themselves as to what shall be their attitude 
toward transportation legislation when Congress re- 
convenes. 

The plea that there should be no transportation 
legislation at the last session of Congress—the “hands 
off the transportation act” cry—prevailed. There was 
no radical railroad legislation enacted. So far, so good. 
But shall the same slogan be used for the coming 
session? In the minds of those persons who must always 
assign ulterior motives for what anyone does, it has 
become classified as “railroad propaganda.” The rail- 
toads, of course, used it, but they were not alone in the 
cry. But, be that as it may, the slogan has, perhaps 
served its purpose. It should be displaced, or at least 
supplemented, by a campaign to inform the misguided 


Persons who champion radical legislation of the error 
of their ways. ; 


We shall have more to say about this subject later, 
but just now we wish to get to all those concerned the 
idea that for the next few months their work is cut 
out for them. Their efforts should be bent toward edu- 
tating the public and the members of Congress who 
represent the public to the view that the Interstate 
Commerce Commission should be allowed to make the 
tates and that Congress should not attempt to make 
them by direct legislation; that the troubles of the 
‘mers are not to be cured by reduced freight rates 
® agricultural commodities and -that the proposal 
dlong this line is bad precedent anyway. They should 
‘ideavor to meet the arguments of those opposing sec- 
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tion 15a on the ground that it causes to high a level 
of freight rates, by showing that rates, as a whole, for 
all the carriers, are not too high and inviting construc- 
tive suggestions and cooperation in the task of finding 
some idea that will meet the objection to this section, so 
far as the roads that are making more than a reasonable 
return are concerned. If such an idea cannot be found, 
then, perhaps, it will be concluded that the section 
should remain as it is. 

We think the public relations departments of the 
carriers should map out a program of education along 
these lines. The National Industrial Traffic League and 
the traffic clubs should do the same. The American 
Economic Institute should bring its research force to 
bear on some of these real questions. It might, for in- 
stance, get out figures to show what a certain percentage 
reduction in rates on agricultural commodities would 
mean to the carriers and what it would mean to the 
farmers. 

We need more facts and more calm consideration. 
We have had enough of demagoguery and impugning 
of motives. The railroads are not unselfish and they 
may want some things they should not have. Those 
who, in the past, have opposed the railroads, on the 
other hand, may be narrow and predjudiced and -not 
disposed to grant a fair deal, They have not all looked 
at the problem squarely. It is time for all interested 
in adequate transportation to get together and take 
counsel as to what course should be pursued: Our own 
opinion at this time is that it is not so much legislation 
that is needed, either radical or otherwise, as education 
of the lawmakers to correct theories and to knowledge 
of facts, 


BARGE LINE “SAVING” 

The Chicago Tribune, in a recent editorial under 
the caption, “What the Lakes-Gulf Waterway Would 
Do,” made the statement that the saving in freight 
charges accomplished by the Mississippi-Warrior, Barge 
Line for the two and one-half year period ending Decem- 
ber 31, 1923, amounted to $2,123,770. 

The barge line is government owned and operated 
and is, therefore, exempt from taxes. It has no fixed 
charges, nor does it have the heavy maintenance ex- 
pense for track, roadbed, and equipment found on every 
railroad. Being relieved of these and many other ex- 
penses encountered in railroad operation, it effected 
a “saving” to the American shipping public of $2,123,770 
in two and one-half years. In the same period in which 
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this “saving” was being accomplished, the total loss in 
the operation of the barge line, as reported by it to 
Congress, was $2,267,961.26. Had the barge line charged 
the same rates on its traffic in this period that would 
have’ been charged by the railroads on the same traffic 
there would have been no “saving” in freight costs 
to the American shipping public, but, nevertheless, the 
barge line would have suffered a loss of $144,191.26 in 
operation. 

Does it not follow that a governmental transporta- 
tion agency cannot operate under the same charges 
made by the railroads without suffering a deficit which, 
in the end, will be made up by the American taxpayer? 
It should not be overlooked that the so-called “saving” 
of $2,123,770 accomplished in the thirty months operation 
of this line will likewise have to be made up by the 
taxpayers. 

THE REPUBLICAN PLATFORM 

The transportation planks in the Republican plat- 
form adopted by the national convention of the party 
at Cleveland last week, though they read well to the 
casual observer and the “layman,” will hardly commend 
themselves to student of transportation. 

The planks referring directly to the railroads in- 
corporate two things which, in our opinion, are unsound, 
or the soundness of which is, at least, subject to argu- 
ment. One of these is the statement that there must 
be a careful and scientific readjustment of rate schedules 
with a view to the encouragement of agriculture and 
basic industries. This sounds harmless, but, to those 
who have been following the matter, it is recognized 
as a reaffirmation of the doctrine that rates must be made 
low on agricultural commodities and the commodities 
of other basic industries, this doctrine having its im- 
mediate inspiration in the present condition of the wheat 
farmer and its full expression in the Hoch-Smith rate 
resolution now pending in Congress. We are surprised 
that the leaders of the Republican party should so far 
commit themselves to it. Their action is, perhaps, a 
concession to the radical bloc, but some others than the 
members of the radical bloc entertain this false idea. 
The idea is repeated in the agricultural section of the 
platiorm where it is stated that the process of bringing 
the average prices of what the farmer buys and what 
he sells closer together can be expedited directly by 
lower freight rates. 


The other of the two planks referred to is the one 
declaring that the consolidation of the railroads into 
fewer competitive systems, subject to the approval of 
the Commission, should be provided for. This plank 
is subject to various interpretations. If it means merely 
that railroads should be permitted to consolidate when 
they wish to and when the judgment of the Commission 
is that the public interest will be conserved by such 
consolidations, then we agree with it. But, to those 
who know what has gone before, it does not mean that. 
Itmeans, rather, that the party favors the plan of Senator 
Cummins for.ultimate compulsory consolidation. To 
that we are opposed. The plank is sufficiently indefinite, 
however (as political planks often are), that anything 
that may be done by Congress to encourage consolida- 
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tion, voluntary or otherwise, may be taken as compliance 
with it. 

The platform says the people are entitled to prompt 
and efficient transportation at the lowest rates consistent 
with good service and a reasonable return on the value 
of railroad property. To that there can be no objection 
by any reasonable person and no platform that men- 
tioned the subject at all could say less. It says also 
that present regulatory laws, enacted to meet post-war 
conditions, should be modified from time to time as 
experience shows the necessity therefor. To that also 
there can be no objection, but it also sounds like more 
or less of a concession to those who are proposing all 
sorts of radical and unsound changes in the transporta- 
tion act of 1920. 

The plank with respect to the Labor Board uses 
words and says nothing. It commits the party neither 
to the retention of the present law nor to any specific 
change in that law. It merely says that there must be 
maintained an impartial tribunal as the basis of popular 
judgment, the final arbiter. The only direct issue that 
can be taken with this labor plank is by those who think 
there should be no labor board of any sort. The plank 
can be construed to fit the ideas of any and all others. 

The platform is outspoken in favor of private owner- 
ship and against all attempts to put the government into 
business. It is hardly consistent, however, with the ac- 
tual policy of the government or the policy advocated 
in other planks of the same platform. For instance, the 
government is in the merchant marine business and the 
platform advocates its staying in, qualifying that, how- 
ever, by declaring that the merchant marine should be 
sold to private interests when that becomes possible. 
The government is also in the business of water trans- 
portation by barge lines on the Mississippi and Warrior 
rivers and it proposes to stay in—a policy inconsistent, 
not only with the platform declaration against govern- 
ment in business, but also with the declaration that 
laws enacted to meet post-war conditions (which, in- 
ferentially, includes laws enacted to meet war conditions) 
should be modified from time to time. 


Another surprising thing in the platform is its ad- 
vocacy of the St. Lawrence waterway. We are sur- 
prised for the practical reason that we would have 
supposed that there would be considerable opposition 
to such a plank by eastern delegates, however much 
the west might have favored it, and for the ethical 
reason that the practicability and value of such a water- 
way are by no means yet established. For instance, 
we have seen nothing convincing on the question of 
whether ocean vessels would use the waterway to any con- 
siderable extent after it had been built. ; 

Of course, there are many other considerations than 
that of transportation and allied subjects to influence 
one in making up his mind as to the excellence of a 
party platform. Our idea is merely to direct the minds 
of our readers to the treatment of the subjects in which 
they are especially interested in their business. We 
shall do the same with the Democratic platform, when it 
is adopted, and with the LaFollette platform, if there is 
one. 


The Republican platform announces that the party 
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is in favor of a stable and constructive policy toward 
our railroads. So are we, but we should like to know 
a little more definitely the details of the policy that is 
to be expected if the Republicans are successful. 





FEDERAL CONTROL OF SHORT LINE 


The Trafic World Washington Bureau 


A board of referees composed of Daniel W. Knowlton, 
George M. Curtis and Edward M. DeGroot, appointed by the 
Commission, has denied a motion of the Director-General of 
Railroads asking dismissal of a claim for compensation filed by 
the Wyandotte Terminal Railroad Company. The board refused 
to accept as a precedent the decision of the Court of Claims 
in the Marion & Rye Valley case. 

The Director-General moved to dismiss on the grounds that 
the possession, use and control of plaintiff’s railroad had not 
been taken by the government in such manner as to entitle 
it to just compensation therefor; that even if the government 
had ‘taken said possession, use and control, plaintiff had not 
shown that it incurred any los by reason thereof for which 
it should. be compensated. 

The referees said that, on December 28, 1917, the plaintiff 
was a corporation, organized under the general laws of Michigan 
and owner of a switching railroad located at or near Wyan- 
dotte and Ford City, Mich., operating 21.17 miles of track 
on which 1,286 miles was main track, owned by it, and the 
balance spur tracks and sidings leased from and situated in 
and around the plants of the Michigan Alkali Company and 
the J. B. Ford Company, two of the industries for which it 
rendered service. The Michigan Alkali Company controlled the 
plaintiff’s railroad through ownership of its stock and the 
J. B. Ford Company and Wyandotte-Portland Cement Company 
were closely affiliated with plaintiff and the Alkali company. 
The plaintiff’s railroad neither owned nor leased any cars and 
its equipment consisted of seven locomotives leased from the 
Michigan Alkali Company, the referees said. 

Discussing the question of whether the plaintiff's road was 
a railroad system of transportation within the scope of the 
President’s proclamation taking over the railroads and the 
acts of Congress relating to federal control, the referees said 
testimony was given to show that the railroad received general 
orders and circulars issued by Mr. McAdoo as Director-Gen- 
eral. The company received a notice that, as of June 26, 1918, 
its property had been relinquished from federal control, a 
letter signed by John Barton Payne stating that it was not 
clear whether the property had at any time been under federal 
control and that, to remove any possible question, the order 
was issued definitely relinquishing it. 

The referees found that the Wyandotte Terminal was en- 
gaged in general transportation. They said that, in addition 
to services rendered to the plants with which it was affiliated, 
the road served several other industries and through its 
public team track held itself out to and actually did render a 
common carrier service to the general public. 

The board of referees also reached the conclusion that the 
government’s action amounted to a taking of the right to the 
use of plaintiff’s railroad within the intent of the Fifth Consti- 
tutional endment. It said it rested its decision mainly on the 
grounds that the equitable and legal elements of an actual 
taking of and interference with the use of the railroad existed 
by reason of the transfer from the owners to the government of 
the complete and undivided control thereof. 

“In the opinion of this board,” the report continued, “the 
removal from private to governmental control of the power to 
institute changes in the rate structure, in itself, constituted an 
exercise of dominion over and an interference with the owner- 
ship and use of railroad property in a particular which had a 
direct hearing on the profitable enjoyment of the ownership 
and use thereof.” 

The board said that, assuming that the board’s conclusion 
that the government’s action amounted to a taking of the right 
to the use of. the railroad was correct, the further conclusion 
that a loss resulted therefrom to the plaintiff was inescapable. 

“That loss,” the board continued, “was the loss of the 
temporary use of the railroad. The confusion existing on this 
question is due to the fact that the taking was of a temporary 
nature and to the further fact that plaintiff’s officials were 
— by the government in immediate charge of the prop- 
erty.” 

The board said if the government had replaced plaintiff’s 
officials by others for the operation of the property, the confu- 
sion on “this question of loss would likewise have been 
eliminated. : 

“Giving full recognition to the fact that governmental 
management was properly directed toward the achievement of 
results in the successful prosecution of the war rather than 
the successful management of any particular railroad, it must 
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be still conceded that the loss resulting from the public Use 


of this railroad was a loss for which compensation shoul | 


be paid under the Constitution,” the board said. 

The board pointed out that the Court of Claims in Marion 
& Rye Valley Ry. Co. vs. United States (see Traffic World, 
May 24, p. 1362), dismissed a claim of a railroad that had bee, 
relinquished from control prior to July 1, 1918, upon the grounds 
that its property had not been taken for public use within the 
constitutional intent and that the plaintiff had failed to show 
that it incurred any loss by the alleged taking. The boarg 
said the question arose whether or not that decision constituteg 
a precedent obligating the board to itself dismiss the claim 
now under consideration. The board said, however, that the 
facts in the two cases were not identical. It further said the 
decision of the Court of Claims was a single decision of ap 
intermediate tribunal. 

The board said a dismissal by it would inferentially cop. 
stitute a report that no compensation was due, thereby fy. 
filling the condition precedent necessary to a suit in the 
Court of Claims. But, it continued, if under the particular cip. 
cumstances of this case the Court of Claims, or, upon appeal 
the Supreme Court, found there had been a taking of property 
for public use, it seemed to it that before the Court of Claims 
could again assume jurisdiction the case would have to be re 


manded and instituted de nova before a new board for | 


complete retaking of testimony and the full report conten. 


ag in such case by the statute. In- conclusion the board 
said: 


: In that it is given prima facie value only in a suit insti 
- the Court of Claims, the report of a board of referees is — 
o an order of the Commission awarding damages under section 16 
of the interstate commerce act, which order is made prima facie 
ene of the facts therein gtated in suits instituted in the courts 
ereon. The decisions of the courts in such suits have not been Te- 
— as precedents which the Commission must necessarily follow: 
_, section 204 of the transportation act of 1920 provides that any 
railroad engaged as a common carrier in general transportation during 
any part of the period of federal control and competing for traffic or 
connecting with a railroad under federal control shall be paid a sum 
calculated to offset any deficit in income (the existence and amount of 
such deficit to be determined by a monthly comparison with its income 
during the test period) incurred “for that portion (as a whole) of 
the period of federal control during which it operated its own rail- 
road. The duty of ascertaining the existence and amount ‘of such 
deficit is placed with the Interstate Commerce Commission. In 
numerous decisions the Commission has denied to carriers of the 
classes referred to the benefits of the provisions of this section for 
the period of Federal control prior to the date named in the notice 
of relinquishment sent by the Director General to such carriers for 
the reason that it was considered that the government (not the 
carriers) was operating the railroads during that period. Plaintiff's 
railroad falls within the classes of railroads referred to in said section. 
4 it was operating its own property during the first six months of 191 
t may recover through the Commission the deficit. if any, incurred 
during that period. If it was then under federal control] its recourse is 
through this board. Accordingly. if this board adheres to the posi- 
tion repeatedly taken by previous hoards and the Commission that car- 
riers of the class to which plaintiff belongs were under federal control 
during the first. six months of 1918 there would seem to be less 
likelihood of a duplication of proceedings and unnecessary litigation 
pending final disposition of the question by the Supreme Court than 
if * ep . ee 
In justice to the plaintiff we cannot hold our decision on this 
motion in abeyance pending such decision by the Supreme Court 
hecause we are not qualified to say whether or not the filing of 
claims with this board (not followed by reports thereon actually 
Tie hee — be oe to stop the running 
s y e of limitation ai 
United States in said court. eT Ce Oe 
The respondents’ motion to dismiss is denied. 


MONEY FOR VALUATION WORK 


The Trafic World Washington Bureau 

_ President Coolidge has approved a vlan whereby the valu» 
tion work of the Commission will not be held up as the result 
of the failure of the second deficiency appropriation hill to pass 
before the close of the last session of Congress. This bill car 
oe additional appropriation of $350,000 for the valuation 
work. 

Under the plan apvroved by the President. the Commission 
will use out of the $647,000 appropriated for the fiscal year 
beginning July 1, sufficient amounts in the first two quarters 
of that year to go forward with the valuation work on the 
same basis as if the additional money had been appronriated. 
It is proposed that the Commission use approximately $255,000 
in each of the two quarters, leaving $137,000 for the last two 
quarters of the year. This course will be followed on the 
assumption that Congress will pass the second deficiency bill at 
the beginning of the session in December, and thus make 
additional funds available for the last two quarters of the 
fiscal year. 

When the deficiency bill failed to pass, officials of the 
Commission took the matter up with the Director of the 
Bureau of the Budget, and the plan approved by the President 
was worked out to meet the situation. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for April 
1924, shows 18.841 cars held overtime—a percentage of 08.68- 
as against 18,382—a percentage of 08.28—for April, 1923. 
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Current Topics 
in Washington 


Coolidge Luck Is Holding.—In their moments of frankness, 
Republicans of more than ordinary political statute admit that 
they feel, in regard to the convention at Cleveland, like the 
man who was pulled out of the water nearly drowned, but 
tightly clutching a string of diamonds. That is chiefly on ac- 
count of the reaction that has been shown respecting the 
nomination of Charles Grant Dawes, admittedly a man who 
favors the “open shop,” a banker, and several other things 
that are supposed to be to farmers and manual workers as a 
red rag is supposed to be to a bull. One of the first utterances 
from that part of the country where some souls thought every 
man would be ready to eat Dawes raw, was the declaration of 
a stock man to the effect that the west rather liked men who 
told them it had been foolish, or words to that effect, but 
carefully refrained from promising it the earth and the fulness 
thereof. His idea was that that kind of man would deliver 
deeds, not merely promises. Then came a realization that 
the embittered farmers of the grain growing states, for year, 
had been told that, if Europe could be made to settle down, 
there would be a demand for American foodstuffs for feeding 
a European world at work, and that Dawes, as a citizen, with- 
out political backing of any kind, had evolved a plan that had 
been accepted by Great Britain, France (a bit reluctantly, of 
course), and Germany. Came acclaim from Europe, which usu- 
ally is not good for a man who aspires to office in the United 
States, but believed to be good now because it bears the marks, 
“Made in England” and “Made in Germany,” with some words 
in French that might be interpreted to the same effect. It was 
not overlooked that, if there was any pro-German sentiment in 
Wisconsin, Iowa, Illinois, Indiana and Ohio, not to mention 
Missouri, the fact that the Dawes plan falled for French evacua- 
tion of the Ruhr might call for some votes that might other- 
wise have gone to the man approved by LaFollette and his 
followers, not because Dawes desired to help the late enemy, 
but because he wanted to help the United States and the rest 
of the world. In other words, the Republicans came back from 
Cleveland feeling that the Boston beans had been spilled sev- 
eral times, only to find that the country, apparently, did not 
lose any sleep on account of squabbles among the self-anointed 
leaders. But some shivered. What effect, they wondered, 
would defeat of the ticket have on the Dawes plan, and, there- 
fore, on the world. Would it result in as much confusion as 
the defeat of the Wilson idea in 1920, when the country kicked 
the League of Nations and practically all the other works of 
the Versailles conference into the dust bin. Some also shud- 
dered when they remembered the hostility of organized labor 
about the “open shop,” until they remembered that Calvin 
Coolidge lost the affectionate regard, if he ever had it, of Samuel 
Gompers, when he broke up the Boston police strike. Then 
they observed that they could hardly lose something they never 
had had. That made them feel better. 





Fourth Section Relief.—The decision of the division that 
denied fourth section relief to the Chesapeake & Ohio in respect 
of Kanawha coal from the Gauley branch, hauled through a 
corner of the higher rated New River district, has caused 
gasps. There was some wonder if Aitchison, Esch and Camp- 
bell, the three men who made the decision, did not have -it 
in mind to show shippers throughout the country that, if they 
desired to have business done in the ordinary way, they had 
better bestir themselves to tell Congress to “lay off” all forms 
of the Gooding proposal. Of course, Commissioner Campbell, on 
principle, is opposed to fourth section relief in very clear special 
Cases, even when all having an apparent interest in the matter 
favor it. Some wondered if the division was inclined to behave 
like the switchman in Georgia who had served four years in the 
Navy and learned its first rule, which is to obey orders and 
ask ho questions. His yard conductor told him to throw the 
Switch, and he obeyed. When the cars, bestrewing the land- 
Scape, had settled down where the wrecking crew would have 

© maximum of trouble in picking them up, the conductor 
“Saree the switchman why he had done what he had. Blandly, 
7 informed his shocked boss that he had served four years in 

e€ United States navy and had learned to obey orders. He 
admitted that he knew the switch was right when he was or- 
pm to throw it, and his only excuse was that he had served 
ge havy. Of course, the Senate passed the Gooding bill, 
ut it has been suggested that, if the division acted on this 
Particular application onthe theory that it had heard its mas- 


ter’s voice, there was need of a new sound box or new head- 
telephones. 
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Court Helps Organized Labor.—The high character of the 
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Supreme Court of the United States and the judges composing 
it was again shown, if there ever was any necessity for any 
asking for a certificate of character concerning it, by its re- 
versal of the. two lower courts in No. 233, United Leather Work- 
ers’ International Union, Local Lodge, or Union No. 66, et al. 
vs. Herkert & Meisel Trunk Co. et al. The.lower courts issued 
and sustained an injunction against the union and its members 
on the ground that, by their strike, their unlawful picketing, 
violence, and other acts such as are usually found in a strike 
case, they were interfering with interstate commerce, in vio- 
lation of the Sherman and Clayton anti-trust laws. The high- 
est court, in an opinion by Chief Justice Taft, found that, while 
there was a strike with all its usual incidents of disregard 
for local law, there was no evidence that the men who struck 
because the company refused to unionize its works, tried to 
interfere with shipment of trunks in interstate commerce. 
Therefore, the court said, there was no conspiracy to prevent 
interstate commerce or to monopolize interstate commerce in 
trunks. It pointed out that a strike to prevent the manufacture 
of trunks was not a conspiracy against interstate commerce 
even if the incidental effect of the strike was to reduce the 
number of trunks in such commerce. No evidence, it said, 
showed any interference with raw materials moving into ths; 
factory from points in other states or completed trunks to other 
states. The court, with McKenna, Van Devanter and Butler 
dissenting, said it agreed with the dissenting judge in the Cir- 
cuit Court of Appeals who said, speaking of the conclusion of 
the majority sustaining the issuance of the injunction, “that 
the logical, natural and inevitable result (of the issuance of 
injunctions in cases of this kind) will be that every strike in 
any industry or even in a single factory will be within the 
Sherman act and subject to federal jurisdiction, provided any 
appreciable amount of its product enters into interstate com- 
merce.” Taft said the court could not think that Congress 
intended any such result in the enactment of the anti-trust act 
or that decisions of the court warranted such construction. 
Notwithstanding the clear cut distinction the court makes in 
this case and in others in which the question of the applicability 
of the anti-trust law arises, labor leaders, it is reasonable to 
believe, will continue to lead their followers into believing that 
the court always decides against the unions, regardless of law 
or decency. Mr. Gompers denounces the court when he dis- 
agrees with it, but keeps his mouth shut when it refuses to 
make a mis-application of the law such such as some of the 
lower courts frequently do, because, seemingly, they cannot get 
the distinction between acts aimed against manufacturing within 
a state and commerce between the states. That the striking 
men violated probably several laws of Missouri, the court clearly 
implied, but they, it also indicated, were not within its keep- 
ing. Missouri has courts and officials for that purpose, even 


if they do not work at their business when a labor union is 
involved. 





The Alias of the Plumb Plan.—A man, when he takes to 
crime, adopts an alias—that is, another name. Thereby he 
hides himself, or thinks he does, from those who knew him 
when he was honest and from those who knew him by some 
other name when he was practicing some other form of dis- 
honesty. The Plumb plan, under which the abused shipper 
would buy the railroads with his tax money and then turn them 
over to the labor unions for operation by them, for profit if 
possible, but for operation even if all the money in the treasury 
had to be withdrawn to pay the cost, is now known as “public 
ownershiip with democratic control of all means of communica- 
tion and transportation.” That plan -is favored by, among 
others, the Woman’s Committee for Political Action. That is 
one of the resonant names for the La Follette et al. machine 
looking to the elevation of LaFollette to the presidency or 
keeping him where he is. The change took place months ago, 
without blare of trumpets. The original name did not give it 
strength beyond the boundaries of the groups that thought they 
would be benefited by having the railroads united, at public 
expense, and put into the hands of Samuel Goompers and War- 
ren S. Stone, instead of in the hands of eighty-odd. presidents 
of big systems. The new name may mislead some who ap- 
praised the Plumb plan and voted thumbs down. 





Fires Caused by Railroads.—Pennsylvania and possibly some 
other states are gathering data to show the number of forest 
fires caused by railroads, the amount of damage done by them, 
and the cost to the state of extinguishing them. Some of the 
figures have been received in Washington and they appear to 
have been accepted as authentic. The thought is that, perhaps, 
spihpers and railroads had better give some attention to the 
matter before it grows into a boil about which foolish conserva- 
tionists can base a preachment. That thought is created by the 


fact that, while James Wilson was Secretary of Agriculture, he 
called on the heads of bureaus in his department to make an 
appraisal of the value, to the country, of the services rendered 
by them. The result was a total estimate above the value of 
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property with which the various bureaus dealt. The hard- 
headed Scot from Iowa refused to publish any such estimates. 
His observation was that he knew his young men were vigilant 
preservers of the public interest, but he was willing to admit 
that, perhaps, the rest of the country also did something toward 
the preservation of the welfare and interest of the country. 
Therefore, he did not feel like putting out statistics that proved 
the rest of the country did nothing. Among the young bureau 
heads who had helped prove so much was Gifford Pinchot, now 
governor of Pennsylvania. ‘Forests constitute the chief of the 
“bugs” nurtured by him. The figures from Pennsylvania pur- 
port to show that, in 1923, the railroads caused 1,147 forest fires 
in the keystone commonwealth, that those fires caused the 
destruction of something worth $205,276, and that the state 
spent $39,471 in extinguishing the fires. More than one-third of 
the fires—415, to be exact—and loss of $82,444 were attributed 
to the Pennsylvania. That road’s supposed fires forced the 
state to spend, it was declared, $16,643, or almost half the cost 
of extinguishing the other fires. The shipper’s interest, it is 
believed, is obvious. Any addition to the cost of operating a 
railroad must be paid by him. Old express men used to joke 
about the amount of millinery the express companies had to 
buy each year in the form of payments on loss and damage 
claims. Many of them professed to know the claims were 
fraudulent and that, even if hats were lost, they were not worth 
as much as the claimants pretended, but the express men could 
not disprove the estimates. The query in regard to the value 
of the timber destroyed by the forest fires is regarded as closely 
akin to the query as to the value of hats destroyed or lost 
by the express companies. Loss and damage settlement figures 
of the old express companies got to be a national scandal— 
probably because they were not closely checked at the inception 
of that way of getting rid of millinery stock. A&B. A. 


SUSPENDED TARIFFS 


In I. and S. No. 2147, the Commission has suspended, from 
June 15 until October 13, schedules as published in joint tariff 
Jones’ I. C. C. No. 1537 and Leland’s I. C. C. No. 1688. The 
suspended schedules propose to revise the carload commodity 
rates on chloride of zinc, dry and in solution, from Chicago, 
Ill., and St. Louis, Mo., groups to Texarkana, Ark.-Tex. The 
following is illustrative: 


TO TEXARKANA, ARK.-TEX. 
Chloride of Zinc, 


Dry 
Present Proposed 





Chloride of Zinc, in 
Solution 


From Present Proposed 
ER Las char eee stick sin sie’s 56% 39 56% 39 
a ee | rere 4514 28 23 28 


{ 
In I. and S. No. 2148, the Commission has suspended, from 
June 15 until October 138, schedules as published in supple- 
ment No. 22 to (Consolidated Classification No. 3) Smith's 
I. C C. O. C. No. 47, Fyfe’s I. C. C. No. 16 and Dulaney’s 
I. C. C. No. 15. The suspended schedules propose to increase 
the less-than-carload rating on soap, in pails or tubs, in Official 
Classification territory from fourth class to rule 26. The fol- 
lowing is illustrative: 


FROM NEW YORK, N. Y. 


Present Proposed 
To Fourth Class Rule 26 
NN Sn ciara aby bs 0. ere Wath wie o, ante Gigs 6a: d asa Soatle ome Star ait 7 > 
NY ik ainda. 3 & blusdidenw Glee dN eccle bg Osie he Mvulnab 38 40 
NE tania din oie noarhe's ae eae aioe Cras colmreniae 39% 45 


In I. and S. No. 2149, the Commission has suspended, from 
June 15 until October 13, schedules in the Benton Harbor- St. 
Joe Railway & Light Co. tariffs I. C. C. Nos. 37 and 38. The 
suspended schedules propose to increase the carload switching 
rates at Coloma and Eau Claire, Mich., applicable on traffic 
interchanged with the Pere Marquette and the Cleveland, Cin- 
cinnati, Chicago & St. Louis. The following examples are 
illustrative: 

Between points on the B. H.- 
St. J. R. 


Present Proposed 
& L. Co. as shown And 


charge charge 
below per car per car 
All points between Watervliet, The Pere Marquette 

Mich., and Benton Harbor Railway at Coloma, 

CE ED. 04.8 ov ct Sccccoees NS ers a. wreihoun® Oucae $10.00 $12.00 
All points between Dowagiac The C. C. C. & St. L. 

and King’s Landing, Mich. Ry. at Eau Claire... 10.00 12.00 


In I. and S. No. 2150, the Commission has suspended, from 
June 16 until October 14, schedules in supplement No. 33 to 
Leland’s I. C. C. No. 1561. The suspended schedules propose 
to restrict routing on petroleum oil and its products: from 
Arkansas, Louisiana, Oklahoma and Texas producing points to 
Western Trunk Line territory, when in connection with car- 
riers comprising the Frisco System, to apply via the direct and 
customary lines used in handling such traffic. 

In I. and §S. No. 2151, the Commission has suspended from 
June 16, until October 14, 1924, schedules in supplement No. 33 
to Leland’s I. C. C. No. 1561. The schedules proposed to increase 
the commodity rates on petroleum oil and its products, C. L., 
from Louisiana, Oklahoma and Texas producing points to points 
in Kansas and Nebraska. The following table is illustrative: 
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PETROLEUM OIL AND ITS PRODUCTS, CARLOADS, FROM For? 
WORTH, TEXAS 
To Present Proposed 
UPN NEL. «DROWN oo oe os ace Se caters Gre pecs ks cate went 42 55 
| iscsi aha wise. as are'e + wre nse sl tab siete H0jdis 8.e eae 2 65 
I i eo Bos Lean ai ctap le wie erelbldvadted 65% 78, 
Oronoque, Kan. 4 0 


ey 


In I. and S. No, 2152, the Commission has suspended from 
June 15, until October 13, 1924, schedules in supplement No, 29 
to (Consolidated Classification No. 3) Smith’s I. C. C. 0. C. No, 
47, Fife’s I. C. C. No. 16 and Dulaney’s I. C. C. No. 15. The sys. 
pended schedules propose to change from first class to 14% times 
first class the Official, Southern and Western classification rat. 
ings on less than C. L. shipments of automobile, motor tractor, 
motor platform or warehouse truck or tractor, or motor vehicle 
or tractor trailer wheels, made of wood and iron or steel com. 
bined and weighing 200 lbs. or more per wheel. 

In I. and S. No. 2153, the Commission has suspended from 
June 15, until October 13, schedules in supplement No. 13 to 
Missouri Pacific I. C. C. No. A-5769. The schedules propose to 
increase the rates on sand and gravel, C. L., from various Mis- 
souri points to St. Louis, when for beyond. The following js 
illustrative: 


From Present Proposed 
Drake, Mo., to St. Louis, Mo., for beyond............ 50 61 
Jedburg, Mo., to St. Louis, Mo., for beyond.......... 50 61 


In I. and S. No. 2154, the Commission has suspended from 
June 15, until October 13, schedules in, supplement No. 22 (Con- 
solidated Classification No. 3) Smith’s I. C. C. No. 47, Fyfe’s J, 
pose to increase the ratings, and reduce the C. L. minimum 
C. C. No. 16 and Dulaney’s I. C. C. No. 15. The schedules pro- 
weight on automobile fenders, finished, crated in the official, 
Southern and Western classificafions. The following is illus. 





trative: 
AUTOMOBILE FENDERS FINISHED 
————_—-Ratings — 
Present Official Southern Western 
Flat or nested: 
In boxes, bundles or crates, L. C. L.......... 2 2 2 
Loose, or in packages, C. L., min. weight 
NY MG. Bein ees eee I ow bye oe's ede arelenn oud ols 4 4 4 
Proposed 
Nested: 
Db ee eee 1 1 1 
In boxes or crates, C. L., min. weight 12,000 
ae ee eS eee ee 2 2 2 
Loose or in packages, C. L., minimum weight 
10,000 Ibs., subject to Rule 34.............. 1 1 1 


In I. and S. No. 2155, the Commission has suspended from 
June 15, until October 13, schedules in supplement No. 22 to 
(Consolidated Classification No. 3) Smith’s I. C. C. O. C. No. 47, 
Fyfe’s I. C. C. No. 16 and Dulaney’s I. C. C. No. 15. The sched- 
ules propose certain changes in the commodity description on 
iron or steel billets as shown in connection with the ratings in 
the Official, Southern and Western classifications, which it is 
alleged would restrict such ratings to apply only on billets that 
are for seamless tube manufacture. 

In I. and §S. No. 2156, the Commission has suspended 
from June 17, until October 15, in supplement No. 1 to Erie 
(Lines-Buffalo, Salamanca, N. Y. and Bast) I. C. C. No. 17876. 
The suspended schedules propose to restrict the transit priv- 
ileges accorded lumber at Black Rock, N. Y., Buffalo, N. Y., 
and North Tonawanda, N. Y., at present applicable on ship- 
ments originating south and east ef Corning, N. Y., to apply 
only on shipments originating at points on the Erie R. R. east 
of Corning, N. Y., the New Jersey and New York R. R.. the 
New York Susquehanna & Western R. R. and the Wilkes 
Barre & Eastern R. R. 

In I. and S. No. 2158, the Commission has suspended from 
June 19, until October 17, schedules in supplement No. 13 to 
Pennsylvania (Lines east) G. O. I. ©. C. No. 11087. The sus- 
pended schedule proposes to cancel the rates, rules and regula- 
tions applicable on fruit and vegetables in carloads, in storage 
warehouse, at Pennsylvania Lines produce yards, Pittsburgh, Pa. 
and states that storage rates, if any, of lessee would apply. 

In I. and S. 2157, the commission has suspended from June 
18 until October 16, schedules in Spieden’s I. C. C. No. 820. The 
suspended schedules proposed to increase the C.L., commodity 
rates on canned goods and certain iron and steel articles, from 
gulf port, New Orleans, La., and east thereof, to Ohio and Mis- 
sissippi River points and related points, which are applicable 
only on shipments originating at points on the Pacific coast of 
the United States and British Columbia moving via the Panama 
Canal. 


tive: 
To Cin- 
To Cairo, Il. cinnati, 0. 
From . Pres. Pro. Pres. Pro. 
New Orleans, La., Gulfport, Miss., 64 
SE STU. ai b ks war e.d oc wuerelaw a6 o0.8 51 45 64 
WI, Oe aeons ees ean bee 41% 60 45 


TELEPHONE CONSOLIDATION 
The Commission has approved acquisition by the United 
Telephone Company of the telephone properties of the Co 
solidated Telephone Company, the St. Francis Telephone Com 
pany and of certain individuals, in Kansas. 


The following applicable on canned goods is illustra- 
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Decisions of Interstate Commerce Commission 


COAL RELIEF DENIED 


Notwithstanding the fact that all the coal mine operators 
concerned joined with the railroad, the Commission, in a 
mimeographed report made by division No. 2, composed of 
Commissioners Aitchison, Esch and Campbell, on fourth sec- 
tion application No. 12438, denied relief to the Chesapeake & 
Ohio for a continuance of a rate situation that has existed for 
many years, from points on the northern part of the Gauley 
pranch of the Chesapeake & Ohio. It has modified fourth 
section order No. 8781, dated August 15, 1923, so as to make 
it effective August 25, 1924, in so far as it affects rates in- 
cluded in application No. 12438. 

The purpose of the appplication was to permit the haul- 
ing of coal from the mines on the Gauley branch, which are 
in the Kanawha district, through the higher rated New River 
district, on its way to markets on which the Chesapeake & 
Ohio obtains a westbound haul. 

The mines north of Belva are in the Kanawha district, 
one of the districts in the Inter Crescent, while those south of 
that point are in the higher rated New River district, a district 
in the Outer Crescent. To the east the rates from the Kanawha 
district are generally ten cents over the New River district. 
To the west the rates from the Kanawha district are from five 
to 40 cents under New River. Broadly speaking Kanawha 
district coal, a high volatile coal, goes to markets to the west, 
while the New River coal, a low volatile fuel, goes to the east. 
The coals from the mines just north of Belva, the report said, 
were a “midway” fuel, neither high nor low volatile but mar- 
keted with the high volatile mine product. 

The operators on each side of the dividing line, according 
to the report, testified in favor of a continuance of the exist- 
ing relief on the ground that a change in the rates, in either 
district, would require them to undertake to make new market 
connections. The operators south of Belva offered no objec- 
tion to the maintenance of rates from the mines north of 
Belva lower than the rates from their mines. On the contrary, 
the report said, they favored a continuance of the relief on 
which the departure from the long-and-short haul part of the 
section is now based. The operators north of Belva, speaking 
through representatives, expressed the belief that they would 
be forced out of operation if their rates were placed on the 
New River basis. 

The division did not discuss the subject but said that upon 
full consideration of the record, it was of the opinion that 
grant of relief would not be warranted. The relief was denied, 
not only as to the main application, but, in so far as involved, 
the relief desired on application No. 1764, and granted in fourth 
section order No. 8781. 

Continuance of the relief was denied in supplemental fourth 
section order No. 8781, as of August 25. 


ACME CEMENT RULE APPLIED 


A finding of unreasonableness and an award of reparation 
have been made in No. 11132, Union Cypress Company vs. 
Florida East Coast, Director-General et al., on rehearing, (mime- 
ographed) as to rates and charges -on shipments of lumber, 
from Hopkins, Fla. to Baltimore, Port Covington and other 
points north of Florida, between June 25, 1918, and February 
14, 1919. The report on the original hearing was published 
in 58 I. C. C, 442. The case was reopened on petition of the 
Director-General and the examiner who made a proposed report 
said it should be dismissed. 

On the authority, however, of Acme Cement Plaster Co. 
vs. Director-General, 81 I. C. C. 298, decided since the proposed 
report was served, the Commission held the double increase 
on lumber unreasonable to the extent it exceeded a single 
increase. 

At the original hearing said Commissioner McChord, author 
of the report, counsel for the defendants, being under the im- 
Pression that the combination rule carried in Washburn’s 
IC. C. 267, was applicable to the shipments, admitted the 
rates were unreasonable. When it was found that there was no 
Specific reference to Washburn’s tariff and that the Florida East 
Coast had been, inadvertently, omitted from Washburn’s tariff, 
that admission was withdrawn because an informal ruling was 
carried in 62 I. C. C. 119, to the effect that in the absence of 
a2 appropriate reference to Washburn’s tariff the combination 
Tule was inapplicable. 

In this. report the Commission said the shipments fell 
Within the ruling made in the Acme Cement plaster case and 
Made the findings and award hereinbefore mentioned. 

' Chairman ‘Hall dissented for the reasons set forth, he said, 
nN the controlling case. Commissioner Potter concurred in that 





dissent. Commissioner Cox also dissented but did not join the 
other dissenters or tell why he did not agree with the majority. 


RATES ON LIGNITE 


In a mimeographed report on I. and S. 1953, the Com- 
mission found the carriers had not justified the proposed in- 
creased rates on lignite from North Dakota to destinations in 
the Dakotas and Minnesota. It said the existing rates were 
too low. It submitted a scale proposed by the examiner for 
the suggestions of the parties in this case with a view to 
having somewhat higher rates prescribed. It expressed no 
views on the scale proposed by the examiner. 

Adoption by the Commission of the scale for making rates 
on lignite suggested by the examiner and submitted by the 
Commission for the consideration of the parties in the suspen- 
sion and investigation proceeding would be a compromise, by 
the Commission, on rates on that kind of fuel lower than those 
prescribed by it, westbound, in the Holmes & Hallowell case, 
60 I. C. C. 687 and 69 I. C. C. 11, but higher than the rates 
on lignite eastbound, condemned by the Supreme Court of the 
United States, in March, 1915, as confiscatory, Northern Pacific 
vs. North Dakota, 236 U. S. 585. The carriers, in defense of the 
suspended rates, asserted the rates in effect were lower than 
those condemned by the court, inflated and defiated in accord- 
ance with the general increases and reductions since the deci- 
sion of the court. 


Existing rates the Commission pointed out, were those in- 
flated and deflated in accordance with general changes since 
then, ordered into effect in 1918, when, because of the zoning 
order of the Fuel Administration, people in the northwest 
became apprehensive about their fuel supply and appealed to 
the Railroad Administration, with the result that that govern- 
mental body prescribed a scale of lignite rates. That scale 
remained in effect until May 21, 1921, when, in North Dakota 
Rates, Fares and Charges, 61 I. C. C. 504, rates were brought 
up to the level of the Ex Parte 74 increase that applied to the 
interstate rates August 26, 1920. 


When the lines serving the lignite mines received com- 
plaints from their eastern connections and threats of complaints 
alleging undue preference by reason of the low rates on lignite, 
they proposed applying the Commission-made Holmes & Hal- 
lowell scale. 


In the report on the case Commissioner Esch, author of 
the report, pointed out that the Holmes & Hallowell scale ap- 
plied in a territory in which population and traffic density de- 
creased as distance increased, while in respect of the rates 
on lignite the opposite was the fact. It said: 


The proposed increases in the single-line rates ranged from 
24 cents to $1.64, and in the joint-line rates from 5 cents to $1.52. 
The percentage of increase in the single-line rates ranged from 
39.4 to 63.5 or an average increase of 51.2 per cent; and in the 
joint-line rates from 5.2 to 52.7 per cent, or an average increase of 
36.7 per cent. The present rates produce ton-mile earnings of 
from 24.4 mills, single-line, and 29.25 mills, joint-line, for 25. miles, 
to 4.65 and 4.85 mills, respectively, for 700 miles. The proposed 
rates would produce from 34 mills to 7.02 mills, both single and 
joint line for those respective distances. 

According to protestants, the average haul of North Dakota 
lignite is 195.3 miles. For that distance the proposed rate con- 
stitutes an increase of 63.4 per cent over the present single-line 
rate and 28.8 per cent over the present joint-line rate. 


The Commission said that using 1,303 cars of lignite mov- 
ing from the South Dakota State mine at Haynes, N. Dak., to 
15 destinations in South Dakota, the Railroad Commission of 
that state showed the average weight was 76,456 pounds, aver- 
age haul 283.2 miles, average rate $1.809, average earnings 
per car $68.83, and per car mile 24.3 cents. Under the pro- 
posed rates these average earnings would be $104.21 per car, 
and 36.7 cents per car mile, and the average rate would be 
$2.74. 

Respondents took the position that the present rates were 
confiscatory because they were lower than the rates held con- 
fiscatory by the Supreme Court when subjected to the various 
general rate changes made subsequent to their establishment, 
and because their earnings, expenses and operating ratio pre- 
sented a worse showing now than they did before the Supreme 
Court. 

The Commission said the railroads relied almost wholly 
on the history of the rates to justify their position that 
the existing rates were too low. The protestants showed 
that single-line lignite rates were higher for short distances 
and somewhat lower for long hauls than some of the rates in 
that territory on saw logs, mining timbers, sand gravel, crushed 
rock and sugar beets and that the proposed rates were con- 
siderably in excess of rates on those commodities, wood bolts 
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and pulpwood. For short distances they pointed out, they 
were the same as those on ice. Some of the commodities, 
they said, were more valuable, their minima lower 
and their movement more seasonal than lignite. They 
also introduced exhibits to show the lignite rates were higher 
than rates on soft coal from Iowa to Minnesota and South 
Dakota. They also compared the proposed rate of $3.46 on all 
sizes of lignite from Haynes, N. D. to Sioux Falls, S. D., for 
a haul of 396 miles, with the rate of $3.45 on steam coal from 
Springfield, Ill., a distance of 640 miles. 

Northwestern coal dock operators, the report said, took 
the position that the rates on lignite, with which their coal 
competed, should be no lower than the rates on soft coal from 
the head of Lake Superior. 

The Commission made no comment on the suggestion that, 
because of its inferiority as a fuel, lignite should take rates 
lower than coal. It pointed out that the loading of lignite was 
less than that of soft coal, but the protestants said that that was 
so because the railroads furnished smaller cars, many of them 
classed as “unfits” for the grain trade. The rates suggested 
by the examiner, and which the Commission submitted to the 
parties in the case for consideration and suggestion, begin 
with 80 cents for 30 miles or less, 89 for 40 miles but more 
than 30,134 cents for 100 miles, 194 cents for 200 miles, 241 
cents for 300, and 279 cents for 400, the distance progression 
being in ten mile blocks. 


FEEDER DISTANCE RATES 


A finding of justification and vocation of the order of sus- 
pension has been made in a mimeographed report on I. and S. 
No. 2056, Live Stock Between Texas and Kansas Points. The 
finding of justification extends to schedules making non-appli- 
cable distance rates, on stocker and feeder cattle, carried in 
Leland’s I. C. C. No. 1667, naming rates from points on the 
Texas-Mexican Railway, to Arkansas City, Wichita and Wichita 
Union Stock Yards, on shipments moving through Coffeyville, 
Kan., in connection with the Missouri Pacific. From the points 
of origin mentioned, that is points on the Texas-Mexican, to 
Wichita, via Coffeyville, the distances are from 98 to 125 miles 
greater than the distance over the short line route. 

The schedules were suspended upon the protest of the Live 
Stock Traffic Association of Fort Worth. That association is 
also a formal complainant in No. 15565 against some of the 
rates involved in the investigation and suspension proceeding. 
The Commission said its finding in the instant case was without 
prejudice to any findings that may be warranted in that case. 

According to the respondents the schedules under suspen- 

sion merely clarified the existing tariffs and did not result in any 
increases in rates. The protestant took the position, the Com- 
mission said, that if the schedules were allowed to become effec- 
tive, they would increase the rates to Kansas intermediate to 
Wichita, over the circuitous routes through Coffeyville. The 
intermediate rates were said to range from 45 to 48.5 cents 
and that the effect would be to raise them to 65 cents, the Kansas 
City group figure. 
The Commission said it was a question of tariff interpre- 
tation. After setting forth the tariff provisions, it said the 65 
cent rate was applicable from points on the Texas-Mexican to 
the intermediate points, although some of the carriers had been 
protecting the rates, at intermediate points, based upon the dis- 
tance scale. It said the effect of the suspended schedules would 
be to eliminate the admittedly circuitous routes through Coffey- 
ville and thus remove fourth section violations resulting from 
the higher rates in effect over those routes to intermediate 
Kansas points. 

The Commission further said that there was much in the 
record about the reasonableness of the 65 cent rate to the 
intermediate destinations but that that rate was applicable not- 
withstanding the fact that the carload rate to Wichita and the 
other points applied over the circuitous routes. It said that in 
publishing a higher specific rate to intermediate points the car- 
riers apparently failed to comply literally with fourth section 
order No. 7360. By that order they were permitted to apply the 
distance scale over circuitous routes provided the rates at inter- 
mediate points were not greater for like distances (the equi- 
distance rule) and that that failure would receive its further 
attention. It said that many of the carriers had attempted to 
comply with the spirit of the order by protecting distance scale 
rates, so constructed, at intermediate points. It said that ship- 
ments on such rates were undercharged. 


CRUSHED STONE IN OPEN TOPS 


In a mimeographed report on I. and S. No. 2037, crushed 
stone from Maryland and Pennsylvania to New England and 
Trunk Line points, and No. 15314 (sub. No. 1) Lockport Paper 
Co. vs. Western Maryland et al., the Commission said the car- 
riers had justified, in part, proposed changes in rates and com- 
modity descriptions on finely crushed green stone and crushed 
stone, from Gladhill, Pa., and other Baltimore rate points to 
Niagara frontier, trunk line and New England points. It ordered 
them to cancel the schedules under suspension, without 
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prejudice, however, to filing new ones in compliance with the 
limitations set forth in the report. 

It dismissed the formal complaint finding that rates on finely 
crushed green stone from the Gladhill district to Lockport, Pa, 
since December 4, 1921, not unreasonable or otherwise unlawfy), 

The Lockport Paper Company, manufacturer of prepared 
roofing which uses the finely crushed green stone in the preparg. 
tion of roofing, was the protestant and formal complainant, 
The suspended schedules, the report said, were filed while the 
formal docket case was going on. The parties consented to 
having the two cases, separately heard, disposed of in one report, 

In the suspended schedules the respondents proposed to 
reduce the rates on crushed stone, from Gladhill, Advance and 
Maria Furnace, Pa., and Flint, Deerfield and Baltimore, to 
Buffalo, Lockport and other Niagara frontier points from $3.28 to 
$3.05 per net ton, but restrict the rates to movement in open-top 
cars. They further proposed to add a new commodity descrip. 
tion, namely, “stone chips and granules (roofing granules)” and 
to apply a rate of $3.40 on that commodity from and to the points 
mentioned. In addition they proposed to change the description 
from crushed stone to “stone chips or granules (roofing gran- 
ules)” in certain items naming rates from the six points of 
origin mentioned, to Jersey City and other trunk line and New 
England points. 

In the formal complaint the paper company alleged that 
rates on crushed stone, from the Gladhill district to Lockport, 
since December 1, 1921, had been unreasonable, unjustly dis. 
criminatory and unduly prejudicial. New rates and reparation 
were asked. The complainant contended Lockport was in central 
territory and was therefore entitled to as low a basis of rateg as 
accorded to other cities in that territory, because competitors 
were located at Chicago, St. Louis and other points in that ter. 
ritory. Extension of that basis to Lockport, the Commission 
said, would give rates of $2.55 to Lockport and $2.35 to Erie, an 
intervener in behalf of the complainant having a plant at Erie, 

The Western Maryland, which assumed the burden of de 
fense, in justifying its proposed change in description said that 
crushed stone ordinarily implied a stone used in road making 
or concrete building construction and that the kind of stone con- 
templated in these rates was the finely crushed material, loaded 
in paper lined open top cars, the shippers doing the lining. It 
contended that inasmuch as Lockport was a border point and 
that therefore, so far as transportation in trunk line territory 
was concerned, it was in trunk line territory. Its main justif- 
cation, the Commission said, was that the proposed rates would 
conform to the Philadelphia-Erie basis on both stone chips and 
granules and those on the competitive commodity, crushed slate. 
It said that reduced rates on ordinary crushed stone would also 
be properly aligned if the tariffs were allowed to become 
effective. In disposing of the cases, the Commission said: 


We find that respondents have justified the inclusion of the de- 
scription “stone chips or granules (roofing granules)’ in addition to 
the modified description of crushed stone in open-top cars and that 
the reduced rates proposed on the latter are justied. We further find 
that respondents have not justified the proposed increase in rates on 
the commodity which it is proposed to designate as stone chips or 
granules. The proposed schedules will be ordered canceled without 
prejudice to the filing of new schedules in conformity with our find- 
ings. We further find that the rates on crushed stone from the 
Gladhill district to Lockport charged on the finely crushed green 
stone shipped by complainant were not and are not unreasonable or 
otherwise unlawful, The complaint will be dismissed. 


Commissioner Campbell dissented, but did not write his 
views on the matter. 


RACE HORSE ATTENDANT RULE 


The Commission, in a mimeographed report on I. and §. 
No. 2087, Attendants with Race Horses, via Express, has con 
demned, as not having been justified, amendments to the rules 
of the American Railway and Southeastern Express companies 
which would have restricted the “free” transportation of at 
tendants upon race horses to two per car. The rules now vary 
the number of attendants carried “free’ from two to six, the 
rule in the territory where most of the transportation takes 
place, according to the report, providing for six. The Com 
mission in speaking of the transportation used the word free 
within quotation marks because the transportation for attend: 
ants is linked with the charges for the transportation of thé 
animals, based on a minimum of 12,000 at first class rates per 
100 pounds, where the declared value is not more than $200 
per head. The Commission said that shippers of race horses 
usually took the declared value rate depending upon ordinary 
insurance to cover their risk in transporting the horses. 


It said that the rule proposed was less liberal than the 
one the express companies proposed in 1921 which it also com 
demned. It pointed out that the rule amendment was proposed 
at the instigation of the rail carriers. The latter claimed 
they were losing money becaues of the “free” transportation 
of attendants. It also pointed out that the men accompany: 
ing animals were required to sign contracts, usually, relieving 
the carriers from liability for injuries they might receive a 
that, according to the contracts the railroads were transport: 
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ing the attendants not as common carriers but as private 
carriers. 


MATCHES ON CLASS BASIS 


A finding of justification has been made in I. and S. No. 
9065, matches, from Bellefonte, Pa., to Chattanooga group and 
Knoxville, opinion No. 9511, 89 I. C. C. 337-9, the Commission 
finding the proposed increases in rates on matches, carloads, 
from Bellefonte, Pa., to Chattanooga and Knoxville would not 
be out of line with the law. The carriers said the proposed 
increase from 107.5 cents to 111 cents, via Cincinnati, Mary- 
land and Virginia gateways would restore the basis in 1917, 
when Agent Speiden published a tariff making the combination 
of fourth class rates, on Cincinnati, if it made lower than the 
joint fourth class rate, applicable. Errors in _ publication, 
errors in computing the fractions and other vicissitudes of that 
character, at various times since 1917, created differences in 
the rates, but in May, 1923, rates became uniform at 107.5 cents 
via the various gateways. That figure, however, was lower 
than the basis of 1917, inflated and deflated in accordance with 
general rate changes. The Federal Match Corporation pro- 
tested and procured the suspension of the tariffs. It contended, 
the report said, that class rates were not proper for matches 
moving in carloads, particularly in view of the fact that othe 
“household necessities,” such as canned goods, starch, soap, 
cereals and non-alcoholic beverages, moved on commodity rates. 
The Commission said the things mentioned were not analogous 
articles. 


MINE SUPPLIES REPARATION. 
In a mimeographed report on No. 13690, United States Coal 
& Coke Company vs. Director-General, Pennsylvania et al., the 
Commission has found unreasonable and awarded reparation, 
rates on mine materials and supplies, chiefly cement and steel 
articles, C. L. and L. C. L., from Pittsburgh district points, 


Tentative Reports 





COAL CAR DISTRIBUTION 


Attorney-Examiner McChord, in a proposed report on No. 
14950, United Collieries et al. vs. Southern and Interstate Rail- 
roads, said the Commission should find the Southern was not 
warranted in treating the Interstate Railroad as a dependent 
connection in the distribution of coal cars. Complaint was 
made by coal operators on the Southern that, because the South- 
ern treated the Interstate as a dependent connection in the 
furnishing of coal cars, the mines on the Interstate in times 
of shortage received more coal cars than they were entitled to 
receive. McChord said the duty of each carrier was to furnish 
cars for shippers on its own line and that, inasmuch as the 
Interstate owned three thousand cars, it could not claim to 
be dependent and call upon the Southern to furnish equipment, 
especially in view of the fact that, if cars were properly re- 
turned to it, six hundred would be enough to keep mines on 
its rails working. 

The report deals with a phase of a question that has been 
acute practically every time there has been a shortage, since 
the beginning of the law’s requirement that one railroad permit 
its cars to go upon the rails of another. 

Although the Interstate has only about eighty miles of track 
it owns 3,000 coal cars—enough to use up more than one-third 
of its length if they were all at home, leaving a margin for 
clearances where spur or sidings leave the lead or running 
tracks—that road for a long time regarded itself and was treated 
as if it were customarily dependent upon its connections, either 
the Southern or the Louisville & Nashville, the latter through 
trackage rights, for a supply of cars. The complaint was filed 
on the theory that the Southern disregarded its duty to the 
ame on its own rails when it furnished cars for the Interstate 
t alleged that the Southern failed and neglected to furnish 
complainant, at their mines served by that carrier, with a rea- 
aenty adequate supply of coal cars; that in the case of certain 
avored mines served by the Interstate, it had failed to count 
against those mines each and every car furnished to or used by 
—_ mines; and that in 1922 and since it had failed and neg- 
ae to furnish complainants an equitable pro rata share of 
Leable equipment and had favored mines on the Interstate, 
rye discriminating against and ‘subjecting complainants 

podue prejudice. The prayer was that the Southern be re- 
glad ee apply, in the distribution of available 

, » Treason -discri 
reparation, able and non-discriminatory rules, and pay 
gag atter the complaint was filed, the Southern and other roads 

@ new rules. The leading complainant withdrew itself. 
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to Lynch, Ky., between May, 1918, and August 1, 1919, un- 
reasonable to the extent they exceeded the rates on like com- 
modities contemporaneously applicable to Benham, Ky. The 
allegation was that the rates were unreasonable, unjustly dis- 
criminatory and unduly prejudicial to the extent they were 
greater than those to Benham, which, until the opening of mine 
at Lynch, was the end of a branch of the Louisville & Nashville. 
Later the Benham rates were extended to Lynch. The ex- 
tension, made when the complainant, a subsidiary of the United 
States Steel Corporation opened a mine at Lynch was 1.25 miles 
long. The Louisville & Nashville added 4.5 cents for the extra 
haul on cement, but later reduced the addition to 2.5 cents, 
and 2 cents to the Benham rate on steel. The Commission found 
outstanding, both over and undecharges. 

Commissioner McManamy dissented, believing the rates not 
unreasonable. Chairman Hall and Commissioner Meyer, East- 
man and Esch joined in that expression of dissent. 


NEW YORK PIER CASE 


In I. and S. 1930, the Commission has found justified re- 
duced rates proposed by the Southern Pacific from its New 
York piers, via New Orleans and Galveston, to destinations 
west of El Paso, except Searles and points north thereof on 
its Owenyo branch, and vacated its suspension order. It 
found not justified rates from Mallory Line piers in New York 
and Southern Steamship piers in Philadelphia, via Galveston 
and Houston, to points taking California terminal rates and 
intermediate points in California, Arizona, New Mexico, Colo- 
rado, Utah and Nevada via the Santa Fe, which the latter said 
had been filed through error. 

It dismissed the formal complaint, No. 15343, Chicago Asso- 
ciation of Commerce vs. Southern Pacific et al., attacking ex- 
isting rates from New York piers to destination territory in- 
volved in the suspension case, finding them neither unduly 
prejudicial nor unduly preferential. Campbell, McChord and 
McManamy dissented. 


The remaining parties amended their complaint by withdrawing 
the prayer for reparation. Those changes, the attorney-examiner 
said, left for determination only two questions (1) whether the 
Interstate should any longer be charged with being ordinarily 
dependent upon the Southern for car supply for mines served by 
the Interstate, and (2) whether, in times of car shortage, it was 
incumbent upon the Southern to undertake to furnish the Inter- 
state, as a dependent connection, from its car supply, the cars 
under the “customarily dependent” clause of paragraph 12 of 
section 1 of the interstate commerce act. The complainant con- 
tended the inclusion of the Interstate for the mines on its line 
in the ratings of the Southern tended to deprive them of their 
rightful share in the available car supply of the Southern, to 
whom they had to look for their car supply. 


There has been no shortage since the issuance of the new 
rules. The new rules are said to be satisfactory. 


After tracing the history of the Interstate from its inception 
as a five-mile road with neither cars nor engines up to one hav- 
ing eighty miles, 3,000 cars and twelve engines, the only equip- 
ment vital in the coal business, the attorney examiner said the 
duty of carriers to furnish cars had been very clearly defined by 
the Commission in Huerfano Coal Co. vs. C. & S. E., 28 I. C. C., 
506, and Campbell’s Creek Coal Co. vs. A. A., 33 I. C. C., 562. 
As to the duty of a carrier to have cars of its own, the attorney- 
examiner quoted from Coal from Sewell Valley R. R. Stations, 58 
I. C. C., 261, in which the Commission said that that short road, 
as condition to having through route and joint rates established, 
should equip itself within a reasonable time with at least 22 
coal cars. In conclusion the examiner said: 


While it is clearly the obligation laid by the law upon the South- 
crn Railway Company to furnish a reasonably adequate car supply suf- 
ficient to fill all reasonable orders of mines on its line, and to satisfy 
its legal obligation to furnish its proper proportion of cars for the 
operation of the through routes to which it is a party under its joint 
coal tariffs, the Interstate owes a like obligation to the mines _ on 
its lines, and to the Southern and other roads over which it has 
through connections. Neither can divest itself of this obligation by 
contract or other arrangement, to shift the responsibility resting upon 
one to the other. 


It is_no longer necessary or proper that the Interstate should 
make orders on the Southern for cars under the “customarily de- 
pendent”? clause of paragraph (12) of Section one of the Interstate 
Commerce Act. Defendants contend that it has always been the 
custom for the Interstate to get its cars by this method. While this 
is true, the fact that the Interstate now owns 3,000 cars which are 
pooled with the cars of its connections, puts the Interstate out of 
the class of customarily dependent roads. 


The basis of the complaint is that by the arrangement between 
the Southern and the Interstate, whereby the Southern undertakes 
to distribute cars to mines on the Interstate, and on its own lines 
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in the same general territory, treating the Interstate as a dependent 
connection, has worked disastrously to complaints. 

From the record it is clear that under the cancelled rules of 
the defendants for the distribution of cars to mines, the complainants 
in times of car shortage suffered unreasonable inconvenience by the 
failure to receive cars to make shipments. The evidence does not 
warrant the conclusion that the Southern undertook to favor the 
Interstate or the mines on its line, to the prejudice of complainants, 
in the distribution of cars. Had the Interstate assumed tthe role of 
an independent carrier as respects the furnishing of cars to mines 
served by it, and had taken steps to have its cars returned by connec- 
tions, there would have been available for the use of its mines more 
ers than they actually received under the arrangement made with 
its connections for pooling its cars. In order that future responsibility 
for any failure of the interested carriers to furnish cars to shippers, 
that is legally incumbent upon them to furnish, may be established, 
the Interstate should receive and distribute its own cars under the 
rules governing car supply distribution and invoke the regulations 
provided for the prompt return of the cars by connections, instead 
of delegating these duties to the Southern, * * * 

The discontinuance by the Interstate of the role of a dependent 
upon the Southern for cars for the use of mines served by it, and 
the assumption by each carrier of their legal obligation to furnish 
cars to shipper will tend to simplify the proposition here presented. 

The Commission should find that the Southern Railway Com- 
pany and the Interstate Railroad Company are each charged with 
the duty of furnishing cars for transporting traffic originating on 
their respective lines; that their obligation to furnish cars for ship- 
ments of traffic from points on their respective lines to points upon 
the lines of their connections is joint with the latter, and contracts 
between them whereby one carrier undertakes to furnish cars that 
is legally incumbent upon the other to furnish, does not relieve the 
latter of its liability for failure to furnish cars; that the Interstate 
Railroad Company should distribute cars to the mines on its lines 
served by it, and be no longer classed as a dependent connection 
of the Southern. 


COAL ALLOWANCE AUTHORIZED 


In a report on No. 15646, New Orleans Coal and Bisso Tow- 
boat Company vs. Louisville & Nashville, Sub-No. 1, Same vs. 
Illinois Central, and Sub-No. 2, Same vs. New Orleans & North- 
eastern et al., Examiner Howard Hosmer said the proposed 
allowance of 25 cents per ton for services rendered and instru- 
mentalities furnished by the complainant in transferring bunker 
coal from cars to vessels in New Orleans should be found 
reasonable as a maximum for the period between May 1, 1921, 
and January 31, 1923. He said the Commission should allow 
the Louisville & Nashville to make retroactive allowance of 
that amount for the period in question. He said the Louisville 
& Nashville was willing to pay the 25 cents per ton requested 
by the complainant and that because it was a reasonable al- 
lowance the railroad company should be permitted to pay that 
sum for services rendered and instrumentalities furnished. He 
said the other roads were unwilling to make retroactive settle- 
ment on that basis and that the Commission had no power to 
require them to do so. 

The complaint alleged unreasonable rates under section 
1, but Hosmer said the only question involved was as to 
whether an allowance of 11 cents was a maximum reasonable 
allowance under paragraph 18 of section 15. He said the his- 
tory of the transfer of bunker coal from car to vessel was 
contained in New Orleans Terminal Allowances, 42 I. C. C. 748, 
decided in January, 1917. In that case the Commission said 
that 11 cents would be a reasonable maximum allowance. 
Hosmer, after reviewing the testimony as to cost, said that 
unquestionably 11 cents was not a maximum reasonable allow- 
ance for the period in question. He said it appeared that there 
was an out-of-pocket cost of 27 cents and that 25 cents as an 
allowance would not be inconsistent with the former finding 
of 11 cents. He said that for about three years the complain- 
ant had made complaints to the carriers about the inadequacy 
of the allowance, submitting monthly statements of costs in 
excess of the allowance. 


MINNEAPOLIS SWITCHING 


An order of dismissal has been recommended by Examiner 
P. F. Gault as to No, 15502, Shanard Elevator Co. vs. Minneapolis 
Eastern Railway Co. et al., sub-No. 1, Equity Union Elevator Co. 
vs. Minneapolis Western et al., and sub-No: 2, Farmers Elevator 
Co. vs. Minneapolis Eastern et al. 

The examiner said the cases represented an effort on the 
part of the complainants to obtain reparation on shipments made 
prior to the time the line-haul carriers, December 16, 1922, pub- 
lished a rule for the absorption of the charges of the terminal 
roads at Minneapolis, on grain from specified stations in South 
Dakota. The complaints were based on the theory that because 
the Supreme Court of the United States, in Chicago, Milwaukee 
& St. Paul vs. Minneapolis Civic Association, 247 U. S., 490, 
held that the Minneapolis Eastern, a terminal line, the stock in 
which was owned by the Milwaukee and Omaha roads, was the 
completely controlled agency of the owning companies, and that 
the fact that the legal title to certain spur or delivery tracks was 
in the Eastern company could not become the warrant for per- 
mitting a charge upon shippers greater than they would be re- 
quired to pay if the title were in the owning companies, they 
were enttled to reparation. That case, however, pertained to 
intrastate traffic. 

The examiner said there was no specific evidence relating 
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to the status of the Minneapolis Western, but that that carrier 
was controlled by the Great Northern, that fact having been 
brought out in Flushing Farmers Elevator Co. vs. Director. 
General, 87 I. C. C., 9. 

On the day mentioned, December 16, 1922, the absorption 
rule was published as to interstate traffic. The examiner gaiq 
the rates had not been shown to have been unreasonable per se; 
that the undue prejudice and unjust discrimination alleged had 
been removed and it had not been shown to have resulted in 
damage to the complainants. The violation of section 6, allegeg 
by the complaints, the examiner said, had been disposed of ad. 
versely to the complainants in the Flushing Farmers Elevator 
case, supra. 


PAPER CASE DISMISSED. 

Examiner R. N. Trezise has recommended the dismissal 
of No. 15258, Traffic Bureau of Knoxville et al. vs. Canadian 
Pacific et al., on a finding that the rates on newsprint paper, 
from Shawinigan Falls, P. Q., and other points in Canada tak. 
ing the same or related rates, to Knoxville, Tenn., are not un- 
reasonable, unjustly discriminatory or unduly prejudicial. The 
complaint was brought in behalf of the Journal & Tribune 
Company of Knoxville. It alleged violation of the first four 
sections of the act. The prayer was for rates in consonance 
with those sections and reparation. A rate of 38.5 cents was 
suggested as a yard stick. It applies to Louisville and Lex- 
ington, Ky. The rate was carried to Lexington so as to avoid 
fourth section violations. The complainant contended that more 
favorable rates southbound than those northbound should be 
published, because the empty car movement was southbound. 
The railroad insisted that the rate to Louisville was not a 
proper measure, because it was on the trunk line basis. They 
also raised the jurisdictional question, but in view of the 
recommendation that the complaint be dismissed, the examiner 
said that that question needed not to be discussed. 


WEIGHING CHARGE CASE 


Examiner R. L. Shanafelt has recommended the dismissal 
of No. 15150, Walsh Fire Clay Products Company et al. vs. Di- 
rector-General, Alton & Southern, et al., on a finding that the 
charge for weighing outbound carloads of freight on private 
track scales of complaining shippers at St. Louis, Mo., and at 
Granite Cty, Madison and East St. Louis, IIll., served by the 
Terminal Railroad Association of St. Louis and its subsidiary 
lines, is not unreasonable, unjustly discriminatory or unduly 
prejudicial. The report covers a sub-number, Mississippi Glass 
Co. vs. Alton & Southern et al. The complaints alleged the 
charge of 50 cents, maintained in and since the end of federal 
control was and is inapplicable, unreasonable, unjustly discrimi- 
natory and unduly prejudical. 

It was necessary for Shanafelt to interpret tariffs and ascer- 
tain the applicable charge at various dates. He said the Commis- 
sion should find that the applicable charge was 50 cents prior to 
August 8, 1921, 70 cents from that date to June 30, 1922, and 
63 cents after that date on shipments moving under tariffs refer- 
ring specifically to the agency tariffs involved and 50 cents in 
the same periods on all other shipments. He said the charges 
were not unreasonable or otherwise unlawful and that the allega- 
tion of unreasonableness was not seriously pressed in the heal- 
ing on the case. 


OVERCHARGE REPARATION 

A finding of overcharge and an award of reparation have 
been recommended by Examiner Bronson Jewell, in No. 15429, 
Southwestern Shipbuilding Co. vs. Director-General, Los Angeles 
& Salt Lake, as to the freight collected on a large number of 
shipments of decomposed granite, from Pacoima, Calif., to East 
San Pedro, Calif., between August 15 and October 9, 1918. A 
rate of $1.30, a combination, was assessed, The complainant 
contended that by the application of the combination rule a 
rate of $1.10 was applicable and the examiner said the Com- 
mission should agree. The disagreement arose over the fact 
that the Southern Pacific tariff did not specifically apply to dis- 
integrated granite but only to “stone, broken, crushed or ground. 
The Los Angeles & Salt Lake tariff did mention the disinte 
grated granite. The examiner said the Southern Pacific, how- 
ever, applied the authority to increase rates on stone, broken, 
crushed and ground, to disintegrated granite. 


PAPER SCALE POSTPONED 


Examiner T. John Butler, in Docket Nos. 14530 and 14531, 
West Virginia Pulp and Paper Co. vs. Baltimore & Ohio et al. 
said the Commission should find unreasonable and unduly preju- 
dicial rates on printing, book and wrapping paper, from Cov- 
ington, Va., Luke, Md., Tyrone’ and Williamsburg, Pa., and 
Mechanicville, N. Y., to Eastern Trunk Line and Central te! 
ritories. He said rates should be made in accordance with 4 
mileage scale based on ninety per cent of sixth class in Cel 
tral Freight Association zone A territory, extended from 660 
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miles to 1,100 miles, variations therein being produced by the 
rule for disposing of fractions. . : 

In proposing the making of rates on printing, book and 
wrapping paper, from Covington, Va., Luke, Md.,. Tyrone and 
Williamsburg, Pa., and Mechanicville, N. Y., to destinations in 
eastern trunk line and central territories, equal to 90 per cent 
of the sixth class rate applicable in Zone A, Central Freight 
Association Territory, as he did in his report on Nos. 14530 and 
14531, the complaints of the West Virginia Pulp & Paper Com- 
pany against the Baltimore & Ohio and other Official Classifica- 
tion lines, Examiner T. John Butler said the evidence showed 
that the rates were not upon any harmonious, uniform, reason- 
able basis and that they partook of the characteristics of a jum- 
ble, consisting of rates purporting to have been a percentage of 
the New York-Chicago rates, disturbed by improper grouping, 
applying percentage increases and decreases since the original 
schedules were made, also commodity rates, “resulting in preju- 
dicial discriminations at some points of destination in preference 
of complainant and at others prejudicial against its 'traffic.” 


The leading complaint was against the rates from the mills 
at the points of origin named, to destinations within eastern 
trunk line and central territories. In No. 14531 rates within 
and contiguous to central territory were in“issue. Paper manu- 
facturers, particularly competitors in northern New York, Miami 
Valley, Fox River, northern Wisconsin and the Kalamazoo 
groups, intervened. The examiner said the present rates from 
trunk line to central territory were made from groups of origin 
to destination on the basis of a percentage of the New York- 
Chicago rate, but that the groups varied greatly in extent and in 
length of haul to or from points within a group under the same 
rate. The destination groups, he said, in some cases, were 
several hundred miles long and in excess of 100 miles in width. 
Origin groups in trunk line, he said, were irregular in shape, and 
there were groups within groups. He said there was great lack 
of uniformity and the application of the percentage system of 
making rates to the groups had been so far departed from the 
original application of that system that it might be said that 
in the actual construction of rates practically all that had been 
preserved of that system was the name. 

In addition to the jumbled character of the rates hereto- 
fore mentioned, Butler said the evidence showed a lack of 
uniform relationship of the rates on paper to the first class rates. 
The carriers, he said, contended that the revision of rates 
should be put off until the eastern carriers had prepared their 
class rate revision. But, he said, the chairman of their com- 
mittee could or would not make an estimate as to how long 
that would be. The carriers, he also said, contended that rates 
on the basis suggested by the complainant, namely, 90 per cent 
of the Zone A sixth class, would result in a great reduction in 
their revenues. But he said that should the Commission find 
the rates unreasonably high, it would not be warranted in sus- 
taining them merely because the establishment of lawful rates 
would reduce earnings. He called attention to the fact that in 
making estimates of revenue the carriers did not use any one of 
the five points of origin and said that an estimate of that kind 
was of questionable value in determining proper rates upon the 
trafic involved. There was no evidence of record, he said, 
watranting any assumption that he establishment of the rates 
suggested would unjustly reduce the revenues. 

Another carrier contention was that the establishment of 
the proposed rates would result, in many instances, in rates on 
the kinds of paper involved, lower than, applied on building, 
roofing, cardboard and other lower grade papers. He said that 
should that prove correct, there was no evidence that there was 
a proper adjustment of the rates on such lower grade papers. 

“In the hodgepodge of rates that exists under the present 
adjustment the evidence clearly indicates that there should be 
an adjustment of rates on these low grade papers that will 
establish proper relationship with the rates here recommended,” 
said Butler. He also pointed out that in trunk line territory 
sixth class was approximately 37 per cent of first class, while in 
the central territory scale prescribed by the Commission the 
sixth class rates were approximately 28 per cent of first class. 
The classification rating on paper is fifth. 

The railroads contended that the Commission, in Official 
Classification Rates on Paper, 38 I. C. C. 120, fixed rates on the 
inds of paper involved. Butler said that that was a suspension 
Proceeding in which the Commission had merely said the car- 
tiers had justified some of the suspended schedules. That re- 
he said, was made in February, 1916, and that many 
thanges had taken place since then. He said that even if trans- 
Sage conditions were the same as existed then, the present 
to — departed substantially from the rates there permitted 
cn ome effective. He said flatly that sixth class in trunk line 
wt ok did not bear any uniform or proper relationship to 
7 class and were too high in comparison with rates on the 
; - classes. The carriers said that that improper relation- 
+ ampere be corrected by increases in the upper classes and 
ie vate au in ty lower. He said that with such a con- 
accuracy, to ascertain “wat relniien Yeo’ inisaPgg Auge “< 
day bear t n the measures of rates to- 

0 those which the Commission permitted te become 
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effective in 1916. He said it was a fact of common knowledge 
that the general.level of_rates.is approximately 80 per cent in 
excess of the rates in this territory, in 1914, while the general 
level_of commodity prices throughout the country, as shown 
by government reports, was approximately 45 per cent in ex- 
cess of those of 1913. Were there no changes in transportation 
conditions since 1916, Butler said, there probably would not be 
any justification for higher rates than were then established. 
Butler discussed the case in great detail to lead up to his 
recommendation of a scale, which is as follows: 








Miles Rate Miles Rate 

SOG -UNGEOK —. 60 orev nested 7 260 and over 250.......... 20 
10 and over ENTS Tee 2 tape 7.5 270 and over 260.........% 20 
15 and over 8 280 and over 270........+. 20.5 
20 and over 206 and over 280. ..-..s02. 20.5 
25 and over 300 and over 290.......... 21 
30 and over 320 and over 300.......... 21 
35 and over 340 and over 320.......... 21.5 
40 and over 360 and over 340.......... 22 
45 and over 380 and over 360.......... 22.5 
50 and over 400 and over 380.......... 23 
55 and over 420 and over 400.......... 23.5 
60 and over 440 and over 420.......... 24 
65 and over 460 and over 440.......... 24.5 
70 and over 480 and over 460.......... 25 
75 and over 500 and over 480.......... 25.5 
80 and over mf 520 and over 500.......... 25.5 
85 and over ‘ 540 and over 6520.......... 26 
90: and over ©0664 .326.64.5 13.5 560 and over 640.......... 26.5 
95 and ever. OO... cisccsisicns 14 580 and over 560.......... 27 
DD GE OVE Fie oso sic cc 14 600 and over 580.......... 27.5 
130 Gna Ver 100... aneceuss> 14.5 620 and over 600.......... 28 
oe me ae | ee. 15 640 and over 620.......... 28.5 
130: cand: oVer:: 130. od sic000 04> 15.5 660 and over 640.......... 29 
140. and. over- 130... .4. 2.0 15.5 680 and over 660.......... 29.5 
160 aia. Gyer “1460... sce 16 700 and over 680.......... 30 
160 and over 150........... 16.5 740 and over 700.......... 30 
170 and over 160.........%. 17 780 and over 740........++ 30.5 
180 -and over 170........... 17.5 | 820 and over 780.......... 31 
196 “and OVEr WEG. 46... cca 18 860 and over 820.......... 31.5 
200 and over 200: 0.06. ode 18.5 900 and over 860.......... 32 
220 SRE. OVEL . FOG ccc. cee 18.5 SOP. 2 CVET WG. cc ccccwes 32.5 
20 GR GPOP  Biliseccar cess 19 980 and over 940.......... 33 
230 and over 220........... 19 1020 and over 980.......... 33.5 
240 and over 230. ..:..ccc0e 19.5 1060 and over 1020.......... 34 
250 and over 240........... 19.5 1100 and over 1060.......... 34.5 


This scale is based upon 90 per cent of the central freigh 
association zone A sixth class scale extended from 660 miles to 
1100 miles, the variations therein being due to the rule for the dis- 
position of fractions. 


ERIE’S DIVISIONS INCREASED 


An increase in the divisions allowed to the Erie out of joint 
rates on fresh fruits and vegetables, from the Pacific Coast to 
the Erie stations in New York has been recommended by Attor- 
ney-Examiner Wm. B. Hunter, in a report on No. 14244, Erie 
Railroad Company et al. vs. Alabama & Vicksburg et al. The 
divisions recommended by him, he said, should be made retro- 
active to September 13, 1922. That is the day the Erie and its 
subsidiary, the Chicago & Erie, complained that division from 
points west of the Missouri river, especially from points in Cali- 
fornia, Washington, Oregon, Idaho, Utah and Colorado, pub- 
lished in Countiss’ I. C. C. No. 1084, and his I. C. C. 1087 and 
supplements thereto were unjust and inequitable. He estimated 
his recommendation would increase the Erie’s revenue about 
$180,000 per annum. 


Prior to May 1, 1922, the transcontinental rates involved 
were divided 75 per cent to the lines west of Chicago and 25 
per cent to the lines east. On that date the percentages were 
changed to 72.5 and 27.5 per cent. The Erie contended, the 
examiner said, that arrangement should be modified so as to 
allow it $40 per car for delivery from the yards at Croxton, N. J., 
to Newark and New York and a minmium division of $200 per 
car, that to include the $40, for its services east of Chicago. It 
claimed more compensation on account of difficulties of delivery 
at New York. Revision of the divisions was brought about 
under an agreement dated April 27, 1922. 


The Erie did not attack the new basis of divisions agreed 
upon in April, 1922, and made operative in May, upon traffic 
in general but limited its attack upon the divisions on fruits and 
vegetables which are stopped at Croxton for notice and sorting 
of cars so as to have them floated to Duane street, New York, 
in the order in which they are to be unloaded from the car 
floats. The examiner said the holding at Croxton for notice of 
arrival, was an advantage to the trade and not an unusual ex- 
pense to the carrier. The unusual expenses are incurred after 
the arrival at Croxton. The demand for larger divisions, the 
examiner said, was based largely upon the larger expense in- 
curred in handling the traffic, even if it were shown that the 
Erie was getting proportionately as much out of the traffic as the 
western carriers, considering the services rendered. Hunter 
said the evidence had little persuasiveness except on that point. 

The examiner included a table showing that the Erie re- 
ceived an average of $142.24 per car, computed by applying the 
rate of $1.73 to all shipments of deciduous fruits. He said the 


‘figure was too low because the rate of $1.875 applied on the 


shipments from the Pacific-northwest. The highest return was 
$169.92 on oranges and grapefruit and the lowest, $108.72, on 
vegetables other than onions. 

Hunter said the Erie’s case along the cost line culminated 








1570 


in an estimated expense of $220.74 per car. Hunter corrected 
that by applying some tests so as to bring it down to $211.53. 
Then he applied that lowered figure to the figures for the west- 
ern lines, with the result that, if the expenses west ef Chicago 
were comparable with those east, the result would be a cost 
showing of 108 per cent of the average revenue, $517 per car. 
He compared the estimated expense with the revenue from the 
local rates of the Erie between Chicago and New York on vege- 
tables. They showed car revenues of $132 on the minimum 
weight and $149 on the average weight. He said there was prac- 
tically no evidence that the expense of delivery at Newark on 
fruits and vegetables exceeded that of delivering other traffic 
there. Therefore he did not include delivery at Newark in his 
recommendation, which was as follows: 


The Commission should find that the present divisions of the 
joint rates on fresh fruits and vegetables from points west of the 
line defined in paragraph (c) of the aforesaid agrement of April 27, 
1922, to complainant’s stations in New York, N. Y., have been and 
are unjust, unreasonable and inequitable; that for the future the 
just, reasonable and equitable divisions thereof will be, first, to 
complainant an amount sufficient, together with any terminal charge 
applicable at said stations, to aggregate at least 3 cents per 100 
pounds, second, 27.5 per cent of the remainder of the respective base 
specified in the aforesaid agreement to the lines east of Chicago and 
72.5 per cent to the lines west of Chicago; that said divisions would 
have been the just, reasonable and equitable divisions on and after 
September 13, 1922, and adjustment in accordance therewith should 
be required; and that the present divisions of the corresponding rates 
to Newark, N. J., are not unjust, unreasonable or inequitable. 


IRON PIPE REPARATION 
Examiner Alfred S. Knowlton, in No. 15658, Transcontinental 
Oil Co. (of Kansas) vs. Atchison, Topeka & Santa Fe et al., said 
the Commission should hold unreasonable a rate of $1.085, ap- 
plied on a carload of wrought iron pipe, from Columbia, La., to 
Howard, Kans., in March, 1922, to the extent it exceeded 67.5 
cents and award reparation to that basis. 


COMMISSION ORDERS 


Armour and Company has been peermitted to intervene 
in No. 15824, the Grand Forks Commercial Club vs. C. & N. W. 
Ry et al. 

The Atlas Portland Cement Company and the Atlas Port- 
land Cement Company (of Kansas) have been authorized to 
intervene in Nos. 15727, Oklahoma Portland Cement Co. vs. 
A. V. I. Ry. et al.; 15744, Nebraska Cement Co. vs. A. V. I. 
Ry. et al., and 15751, the Colorado Portland Cement Co. et al. 
ve. A. V. L By. et al. 

The Commission, upon the complainant’s request, has dis- 
missed the complaints in No. 11833 et al., the Republic of 
France cases. 

The proceedings in Docket No. 7774, Bennett & Son et al. 
vs. C. & O. Ry. et al., and portions of fourth section applica- 
tions No. 1548 et al., filed by Southern Railway, have been 
reopened for further hearing by the Commission on the ques- 
tion of whether the relief granted therein should be rescinded. 

The Public Service Commission of the state of Nevada has 
been permitted to intervene in No. 15686, American National 
Live Stock Association et al. vs. Santa Fe Ry. et al. 

The Commission has reopened for further hearing its pro- 
ceeding in No. 13365, Roquemore Gravel Company vs. Atlanta 
& West Point Ry. et al. 


The proceeding in No. 13758, Ridenour-Baker Mercantile 
Company et al. vs. Santa Fe Ry. et al., has been reopened for 
further hearing solely upon the question of determining how 
the undue prejudice found to exist should be removed. The 
effective date of the Commission’s order in this proceeding has 
been postponed. 


The Commmission has denied the defendants’ petition 
for reargument in No. 13192, Lucas E. Moore Stave Company 
vs. Director General Santa Fe et al. 

The petition for reconsignment filed by the Ohio River 
Sand Company in No. 11116, Beaver Sand Company et al. vs. 
Director General Beaver Valley R. R. et al., has been denied by 
the Commission. 

The Commission has denied the request for further con- 
sideration and reargument in No. 12725, U. S. steel Products 
Company vs. Director General, A. & V. Ry. et al., and No. 14209, 
Mitsui & Company, Ltd. vs. Director General. 

The Commision has denied the petition of the protestants 
for a reargument and review of Finance No. 2722, In re aban- 
donment of the Central New York Southern Railroad. 

The Commission has extended to June 30 the time pre- 
scribed in its certificate authorizing the Fort Myers Southern 
Railroad Company to construct a line of road from Fort 
Myers to Bonita Springs, Fla. 

The Commission has granted the petition of the Maryland 
& Pennsylvania Railroad Company for rehearing of its fourth 


section application which was considered in connection with. 


the proceedings in Docket No. 13449, North Carolina Pine 
Association et al. vs. A. C. L. R. R. et al., and Fourth Section 
Order No. 8843, lumber and forest products to points in east- 
ern trunk line and New England territories. The effective 
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date of Fourth Section Order No. 8843, in so far as it denies 
fourth section relief in connection with rates to points on the 
Maryland & Pennsylvania Railroad, has been indefinitely pogt. 

The Commission has denied the defendant’s petition. for 
reargument and for extension of effective date of No. 13205, 
Chicago, Lake Shore & South Bend Railway Co. vs. Lake Brie 
& Western Railroad Co. et al. 

The Arizona Lumber & Timber Company, Flagstaff Lumber 
Company, W. M. Cady Lumber Company, Saginaw & Manistee 
Lumber Company, Arizona Chapter of the American Mining 
Congress, Phelps Dodge Corporation and the Old Dominion 
Company have been authorized by the Commission to intervene 
in No. 15684, the Lumbermen’s Exchange vs. Southern Pacific 
Co. et al. 

The Atlas Portland Cement Company, Dixie Portland Ce 
ment Company and Tidewater Portland Cement Company 
have each been authorized to intervene in No. 15806, Lehigh 
Portland Cement Co. vs. Aberdeen & Rockfish R. R. et al. 

The Crockston Association of Public Affairs has been per. 
mitted to intervene in No. 15823, Duluth Chamber of Com. 
merce vs. C. & N. W. Ry. et al. 

The H. D. Lee Mercantile Company has been permitted to 
intervene in No. 15881, the Salina Chamber of Commerce et al. 
vs. Alexandria & Western Ry. et al. 

The Eastern Lime Manufacturers’ Traffic Bureau and Lime 
Industries of Virginia have been authorized to intervene in 
No. 15893, Louisville Cement Co. vs. Southern Ry. et al. 

The Commission has denied Agent Leland’s petition for 
extension of the effective date of the order in No. 14020, J. D. 
Hollingshead Company vs. Aberdeen & Rockfish R. R. et al. 

The Commissign has modified its orders in I. and S. Nos. 
1885 and 1938, brick and clay products from, to and between 
points in southern territory, so that they will become effective 
on or before October 28 instead of on July 28. 


UNCONTESTED FINANCE CASES 


The Erie Railroad Company has been authorized by the 
Commission to issue $8,200,000 of refunding and improvement 
mortgage 6 per cent bonds; to pledge with the Secretary of the 
Treasury as additional collateral security for loans under sec- 
tion 210 of the transportation act $2,000,000 of first consolidated 
mortgage general-lien bonds and $1,692,000 of refunding and im- 
provement mortgage 6 per cent bonds and such further amounts 
of bonds as may be required to make a total of $4,000,000 of such 
bonds; to pledge from time to time until otherwise ordered all 
or any part of $9,192,000 of series A and B refunding and im- 
provement mortgage bonds as collateral security for short term 
notes and to pledge temporarily with the Secretary of the Treas- 
ury $2,300,000 of first consolidated mortgage general-lien bonds. 

The Commission has authorized the Baltimore & Ohio (1) 
to issue $35,000,000 of refunding and general mortgage 4 per 
cent bonds, series C, to be sold at not less than 961% per cent 
of par and accrued interest; (2) to pledge with the trustees 
of the refunding and general mortgage a total of $7,712,300 
of applicant’s Toledo-Cincinnati division first lien and refunding 
mortgage bonds, consisting of series A, B and C; (3) to pledge 
with the trustees of certain mortgages, as their interests may 
appear, $5,000,000 of Schuylkill River East Side Railroad Com- 
pany first mortgage bonds. 

The Chicago & North Western Railway Company has been 
authorized to issue and sell $3,150,000 of general mortgage 
gold bonds of 1987. 


The Great Northern has been authorized to assume obliga- 
tion and liability as guarantor, or otherwise, in respect of 
$4,400,000 of Western Fruit Express Company equipment trust 
certificates, to be issued by the First National Bank of New 


York City, in connection with the acquisition of refrigerator 
cars. 


The Baltimore & Ohio has been authorized to issue $4,160, 
000 of refunding and general mortgage 6 per cent bonds, and 
to pledge them as collateral security for short term notes. 
The order also authorized subsidiaries of the Baltimore & 
Ohio to issue bonds. 


The Cleveland & Pittsburgh Railroad Company has been 
authorized to issue not exceeding $9,928,850 of special guar 
anteed betterment stock, consisting of 198,577 shares of the pat 
value of $50 a share. The Pennsylvania, lessee of the prop 
erty was authorized to assume obligation and liability ™ 
respect of the stock. 


PETITIONS FOR REHEARING, ETC. 

The Ligonier Valley Railroad Company has asked the Com 
mission for rehearing and/or reargument in Docket No. 42550, 
Barrett Company vs. L. V. R..R. et al. 

The complainants in No. 12635, Cooperative Oil & Paint 
Company et al. vs. Director General, B. & O. R. R. et al., have 
asked the Commission to grant a rehearing. 

The complainant in No. 14067, American Stores Company YS. 
P. R. R., has asked the Commission for reargument. 


June 


of the 
ber 0: 
ments 
that | 
cover: 
missi 
the C 
the n 


will 1 
sideré 


whole 
point 
other 

V 


ceedi: 
it we 
rectl} 
late 1 
for t 
of all 
ably 


railr¢ 
Com! 
writt 
recei 
sume 


son ; 
ciall; 
was 

the : 
divis 
once 
cific 

com 
dism 
miss 
year 


Con: 
cons 
it m 
or ¢ 
not 
than 
pret 
mus 
that 
mis: 
took 
tion 
wha 
reas 
by | 
bee! 
the 


ity. 
ing 
ten 
wit] 


tha 





the 
ment 
f the 
sec- 
lated 
1 im- 
yunts 
such 
d all 
1 im- 
term 
‘reas: 
onds. 
» (1) 
> per 
cent 
istees 
| 2,300 
nding 
ledge 
may 
Com- 


been 
tgage 


bliga- 
ct of 
trust 
New 
erator 


4,160,- 
;, and 
notes. 
re & 


been 
gual- 
1e par 
prop- 
ity in 


. Com- 
12550, 


Paint 
, have 


ny VS. 


June 21, 1924 


CONSOLIDATION OF RAILROADS 


The Trafic World Washington Bureau 


Officials of the Commission directly in charge of preparation 
of the plan for consolidation of the railroads into a limited num- 
per of systems said this week there was no authority for state- 
ments appearing in several New York newspapers to the effect 
that Chairman Hall would have at least the part of the plan 
covering eastern railroads ready for submission to the Com- 
mission in the next two months. Another statement was that 
the Commission would have the “revised groupings” ready within 
the next few weeks. 

The indications at this time are that the eonsolidation plan 
will not be ready for submission to the Commission for its con- 
sideration until the fall months, if then. The Commission will 
be practically in vacation in August and conferences of the 
whole Commission will not be resumed until October. Officials 
point out that, up to August, the Commision has plenty to do 
other than to consider the consolidation question. 

When the hearings and argument in the consolidation pro- 
ceeding were concluded early this year, it was anticipated that 
it would be months before the officials of the Commission di- 
rectly in charge of the work could go over the record and formu- 
late the final plan. ‘The tentative plan which formed .the basis 
for the hearings was put for the purpose of eliciting the views 
of all parties and it has been conceded that the final plan prob- 
ably will differ in a number of ways from the tentative plan. 


ACQUISITION CONSOLIDATIONS 
The Trafic World Washington Bureau 


Attention has again been drawn to the consolidation of 
railroads by three stock acquisition cases disposed of by the 
Commission in the week ended June 14. At the time this was 
written it was not known whether the applicants who had 
received conditional permits would accept them. It was as- 
sumed, however, they would do so. 

In dissents by Commissioners Eastman, Campbell, Aitchi- 
son and McManamy acquisition by purchase of stock, and espe- 
cially by means of the 999-year lease in the Clinchfield lease, 
was treated as tantamount to consolidation. Mr. Eastman, 
the author of a dissent in the Missouri Pacific-Western Pacific 
division of the Denver & Rio Grande common stock, said that 
once the acquisition of the Denver stock by the Missouri Pa- 
cific was accomplished, a new transcontinental system would 
come into being, with no power short of eminent domain to 
dismember it. In his dissent in the Clinchfield case, Com- 
missioner McManamy expressed the idea that a iease for 999 
years constituted a consolidation. 

The majority has proceeded on the assumption that when 
Congress provided for consolidations and for controls less than 
consolidation into a single system for ownership and operation 
it meant something. If the Commission assumed that a lease 
or a purchase of stock meant consolidation, there would be 
nothing for the part of the law speaking of controls less 
than consolidation to act upon. Under the rule for the inter- 
pretation and administration of statutes, all parts of a statute 
must be made to work, if possible. In the informal discussions 
that have taken place in regard to reports made by the Com- 
mission it has been pointed out that if the Commission under- 
took to say that a lease for 999 years constituted a consolida- 
tion there probably would be ground for litigation to determine 
what the paragraphs involved meant, when there was no good 
reason for going to law, because the so-called consolidations 
by stock purchase and lease or by mere stock purchase, have 
been in consonance with the tentative consolidation plans of 
the Commission, or at least not violently out of line therewith. 
In its reports the Commission has pointed out that conform- 
ity. It has also used language intended to show that in pass- 
ing upon the lesser mergers or consolidations, it has not in- 
tended to pass upon questions that will arise in connection 
With the permanent plan for consolidation. In passing it may 
be observed that the law gives the Commission power to alter 
that supposedly permanent plan of consolidation. 

The point has been made, after things of that kind have 
been recalled, that the Commission at all times has control 
over consolidation, at least prior to the vesting of some in- 
terest. As to its power after some interest has become vested, 
the discussion has not been so voluminous or dogmatic be- 
Cause all those having any familiarity with law remember that 
the courts do not favor playing, as at tennis or football, with 
an interest that has once become vested, that is, settled upon 
Some particular person or corporation. 


The layman is inclined to agree with the dissenting com- 


missioners that acquisition by lease and stock purchase or by 
stock purchase alone amounts to a consolidation, in fact, if 
Not in law. But, in view of the fact that, apparently, railroads 
and bankers have been slower in bringing about consolidations 
than Congress and the public seemed to desire, the point is 
Made that it would not be seemly for the Commission, with 
_ hand, to hold out a tentative plan for consolidation, and 
hen, with the other, cuff the railroads and bankers that pro- 
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posed to bring about mergers, which, even if technically not 
consolidations, would be in conformity with the plan so ex- 
hibited. In other words, should the Commission, remembering 
the popular impression that consolidation will be a panacea 
for the transportation evils that afflict, object to mergers in 
accordance with the plan, simply because they are less solid, 
apparently, than would be the fact if one company acquired 
all the property and rights of one or more other companies, 
including the right of the absorbed company or companies to 
be a corporation or corporations, is one of the questions that 
has been asked. 

The three acquisition cases passed upon by the Commission 
last week had the effect of bringing to the surface an admis- 
sion that the Southern Pacific and the El Paso & South West- 
ern were negotiating for the acqusition by the former of the 
latter, by an exchange of securities. That admission, that 
reports to that effect were warranted, had the further effect of 
giving weight to reports that the merging of the Southern Pa- 
cific and the Rock Island were going on. Acquisition of both 
roads by the Southern Pacific would be in furtherance of the 
Commission’s plan for consolidation because the El Paso and 
the Rock Island are both included in the system of which the 
Southern Pacific is to be the main stem. The Rock Island now 
connects with the Southern Pacific in the far southwest by the 
use of the El Paso as a bridge. 

There was little or no question about the acceptance by 
the Missouri Pacific of the conditions prescribed by the Com- 
mission as precedent to its acquisition of the stock of the 
Denver & Rio Grande Western from the Western Pacific and 
the creation thereby of a new transcontinental system, all in 
accordance with the Commission’s plan for the consolidation 
of railroads. 

Nor was there much question about the acceptance, by the 
Gulf Coast Lines, of the conditions laid down by the Com- 
mission as precedent to its purchase of the stock of the Inter- 
national-Great Northern. 

There was, however, question about the acceptance by the 
Atlantic Coast Line and the Louisville & Nashville of the con- 
ditions laid down in respect of their leasing of the Carolina, 
Clinchfield & Ohio for 999 years and the assumption of finan- 
cial obligations in respect thereto, chief of which were that 
and Clinchfield gateway should be kept open to all comers 
and there should be an opetating organization free of the two 
arms of the Coast Line-L. & N. system, in charge of the road 
through the mountain gap. 

That lease and assumption of obligations would amount 
to the acceptance of one part of the alternative plan for the 
disposition of the Clinchfield. The tentative plan puts it in 
either the Coast Line system or in the system to be composed, 
in its chief parts, of the Illinois Central and the Seaboard 
Air Line. Neither of those roads likes the idea of being tied 
up with the other, so the suggestion that the Clinchfield be 
made a part of that system, it has been suggested, was not 
much of an alternative. 


Opposition by Texas and Louisiana to the completion of 
the Missouri Pacific system may be expected to be pointed. 
Texas, as a state, opposed acquisition of the International-Great 
Northern by the Gulf Coast Lines, the latter being put down, 
in the tentative plan, as part of the Missouri Pacific system. 
The Missouri Pacific has on file its application for permission 
to acquire the Gulf Coast Lines. It did not oppose the acqui- 
sition of the International-Great Northern by the Gulf Coast 
Lines. 


The public serevice commission of Louisiana has protested 
against the acquisition of the Gulf Coast Lines by the Missouri 
Pacific. It applied to the Commission for a joint hearing on 
that application in Louisiana. In connection with that appli- 
cation it suggested that perhaps, in view of the fact that it 
was protesting, such a hearing might not be seemly. The Com- 
mission said that in view of that fact it might be well to have 
a record made by a body not a protestant. The federal Com- 
mission said there would be a hearing at which the Louisiana 
body would be afforded an opportunity to put forth its objec- 
tions. 


I.-G. N. CONTROL CASE 


The Trafic World Washington Bureau 


In approving, conditionally, the sale of the stock control of 
the International-Great Northern to the New Orleans, Texas & 
Mexico, popularly known by its trade name of Gulf Coast Lines 
(See Traffic World, June 14), the Commission forwarded unifica- 
tion, for operation at least, in accordance with its tentative plan 
of consolidation. It approved the sale of the International’s 
stock to the Gulf Coast Lines subject to such conditions as would 
enable it, on further consideration of the matter, in connection 
with the application of the Missouri Pacific for authority to 
acquire, by stock purchase, control of the Gulf Coast Lines. The 
condition is that if the Commission, upon further consideration 
in connection with finance docket No. 4049, the Missouri Pacific’s 
application to acquire the Gulf Coast Lines, finally determines 
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that it is not in public interest for the Gulf Coast Lines to hold 
the stock of the International, the former, within 90 days, shall 
sell and dispose of its International stock. 

Guaranty for the performance of that condition is to be in 
the form of an agreement on the part of responsible banking 
concerns, in the event of a reversal of the decision that the 
acquisition of the International by the Gulf Coast Lines is not 
in the public interest, the banking concerns will buy the Inter- 
national stock at not less than the price the Gulf Coast Lines, 
in the exercise of the option on the International stock, is 
obligated to pay for that stock. The price is $31 per share. 
The condition is that that agreement on the part of the banking 
concerns is to be filed with the Commission within twenty days. 
A further condition was the reservation by the Commission, of 
jurisdiction to make such further orders, after consideration, it 
might deem necessary or appropriate. 

The understanding of those who have dealt with the case 
is that two sets of bankers are working on the proposition. One, 
representing the Missouri Pacific, desires to buy the Gulf Coast 
Lines. The other, representing the Gulf Coast interests, desires 
to buy the International-Great Northern and then dispose of the 
Gulf Coast Lines to the Missouri Pacific. The Commission, in 
its report, said the Missouri Pacific did not oppose the gale of 
the International to the Gulf Coast Lines. 

Commissioners Eastman and Campbell dissented, without 
saying why. The Commission said the proposed acquisition 
would be in accord with its tentative plan for the consolidation 
of railroads, as both lines were included in system No. 19, which 
system, it said, was based primarily on the Missouri Pacific. 

In behalf of the acquisition it was contended, the report 
said, that the union of the two railroads would tend to balance 
the traffic of the new system, each part of which has about 
1,100 miles of line. The larger movement of freight on the 
International was southbound, the report said, while the traffic 
of the Gulf Coast Lines originated thereon and was northbound, 
and that the seasonal movement of the two systems were at 
different times. 

Texas, as a state, opposed the acquisition on the ground 
that transfer of the stock would be a violation of Texas con- 
stitutional and statutory law. Houston and Beaumont cham- 
bers of commerce intervened in support of the application. 
Favoring resolutions were adopted by commercial organizations 
in Dallas, Fort Worth, Mart, Houston, Beaumont and Laredo, 
Tex., and New Orleans. Testimony was also given, the report 
said, by representatives of business men’s associations in Paris 
and Texas City in favor of the applicant’s petition. The traf- 
fic manager of the Galveston Chamber of Commerce, the report 
said, testified that that organization was not opposed to the 
acquisition. 

Opposition was expressed by San Antonio and smaller 
points in southwest Texas; some citizens of Houston, of Rio 
Grande City, the Sugarland Railway Company and others. The 
report said the substance of their objections was that the 
acquisition would retard the development of the _ territory 
involved, destroy competition, and be in the interest of New 
Orleans because the Gulf Coast Lines were interested in haul- 
ing to that city rather than to Houston, Galveston or any 
other Texas port. They also feared it would prevent the con- 
struction of another railroad into the Rio Grande valley. 

Anderson county and the city of Palestine intervened to 
protect a contract they have with the International, which is 
that the International, forever, shall maintain its shops and 
general offices in Palestine. There has been much litigation 
about that contract and the Supreme Court of the United 
States, the report said, had upheld it. It was made in ex- 
change for aid given by the city and county. 


In answer to the various contentions about law, the Com- 
mission said it could not see how a change in ownership of 
the controlling stock interest could relieve the International 
from any legal obligation. As to the point that the stock 
transfer would violate the constitution and laws of Texas, the 
Commission said that a transfer of stock did not effect a 
consolidation .of the companies. It said the record showed 
that, with few exceptions, the controlling stock interest of all 
railroads operating in Texas was owned by railroad companies 
foreign to that state. It said that that fact was of evidentiary 
value in illustrating the construction the state had placed upon 
the constitutional provisions in question. Among the provi- 
sions in question was one forbidding the consolidation of paral- 
lel and competing railroads. 

“If it be conceded that the two railroads are, to some 
extent, parallel and competing,” said the Commission, “we are 
of opinion that fact should not control our action in this pro- 
ceeding.” In support of its conclusion on that point it 
quoted from its decision in the Illinois Central Cut-off case, 
86 I. C. C. 371 in which it said it was its duty to carry out 
the evident intent of Congress, leaving the courts to determine 
the validity of its action. 

The Commission said the proposed acquisition, apparently. 
should effect large economies in operation and strengthen 
the general transportation system in the territory served by 
the two lines. 
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CLINCHFIELD LEASE APPROVED 


Acquisition of the Carolina, Clinchfield & Ohio system, 
owned by three separate companies, by the Atlantic Coast 
Line and the Louisville & Nashville, by means of a lease fo, 
999 years, has been approved by the Commission, under cop. 
ditions, chiefly with a view to assuring an open door, via the 
Clinchfield, for all its present and future connections of the 
Clinchfield, between the southeast and the northwest through 
the gap in the mountains traversed by the Clincfield (see 
Traffic World, June 14). 

Chairman Hall voted for the approval, although he sgaiq 
the application should be granted or denied on its merits. He 
said the facts warranted approval of the lease without ex. 
traneous and continuing conditions. But even with those cop. 
ditions he said he would vote for it rather than deny the 
application. Commissioner Potter authorized him to say that 
he joined in that concurring expression. 

Commissioner Eastman dissented on the ground that a 
lease for 999 years amounted to a consolidation and would 
effectually unite the properties in a single system for owner. 
ship and operation and that the provision for acquisition “not 
involving consolidation” could not be used to dispose of this 
application because the union here contemplated was of 0 
enduring and permanent a character that it ought not to be 
consummated until the carriers had been given the thorough 
consideration which the act required in connection with the 
preparation and adoption of the so-called consolidation plan. 
Moreover, he said, the method was open to serious objection 
because it provided for converting the stock of the Clinchfield 
into a fixed charge obligation, thereby putting off the day 
when railroads would be financed with larger proportions of 
stock and smaller proportions of fixed charge obligations. He 
said the permanent union of properties should be deferred 
until it could be accomplished by an exchange of stock which 
would at least not further diminish the margin of equity rep- 
resented by outstanding stock issues. 

Commissioner Campbell dissented because the arrangement 
would interfere with the consolidation plan. He said he could 
go with the majority if the lease were held subject to termina- 
tion on the order of the Commission if and when found by it 
to interfere with the consummation of its complete plan of 
consolidation. . 

Commissioner McManamy, dissenting, said he read the sec- 
tions of the law relating to leases not resulting in consolida- 
tion in connection with the consolidation provisions and that 
the authority to allow acquisition less than consolidation should 
be so exercsed as not to forestall the general plan of con- 
solidation. His idea is that a lease of 999 years is a consodli- 
daton. He considered the lease to be in disregard of the 
provision for systems of about the same earning power and 
the preservation of competition. 

All the law points made against the proposed lease, espe 
cially that one made by the Seaboard Air Line that the law 
did not permit joint acquisition, were overruled by the Com- 
mission. 

The Commission, in its tentative consolidation plan, put 
the Clinchfield in system No. 11, Lousville & Nashville and 
Atlantic Coast Line, and in No. 12, the system in which the 
Seaboard Air Line and the Illinois Central would be the main 
stems, explaining a note, that its disposition was to be consid- 
ered as in the alternative. ate 

The lease is to be subject to the following conditions: 


1. The applicants shall establish and maintain a separate organi- 
zation for the combined’ properties of the Carolina, Clinchfield ; 
Ohio Railway and its subsidiaries, so that the three companies shall 
constitute a separate operating unit, having a responsible manage- 
ment directly in charge of the operations of such properties. me 

2. The Louisville & Nashville Railroad Company shall, within 
twelve months after the effective date hereof, file with the Commis- 
sion its application under paragraph (18) of section 1 of the inter- 
state commerce act for a certificate of public convenience and neceés- 
sity to construct the proposed connections between its McRoberts line 
and its Harlan County branch on the one hand, and the Clinchfield 
on the other, and, in the event it proposes to acquire existing lines 
for use as part of such connections, under such other provisions of be 
act as are pertinent; and shall, if in such proceeding it is foun 
that the present or future public convenience and necessity require 
or will require the construction of either or both such connections, 
proceed with such construction in accordance with the terms of the 
certificate issued in such proceeding. 


3. So far as lies within the power of the applicants, existing 
routes and channels of trade and commerce heretofore established 
by other carriers in connection with the Clinchfield shall be Lai 
served, existing gateways for the interchange of traffic with suc 
other carriers shall be maintained, and the present neutrality ia 
handling traffic inbound and outbound by the Carolina, Clinchfie! 
& Ohio Railway and its subsidiary, the Carolina, Clinchfield & Ohio 
Railway of South Carolina, shall be continued so as to permit oath 
opportunity for service and routing or movement of traffic wir 
is competitive with traffic of the applicants, or either of them, ia 
and from all connecting lines reached ‘by the line of the Clinchfielé 
Companies, without discrimination in service against such compé 
titive traffic. 


4. The applicants shall permit the line of the Clinchfield and se 
subsidaries to be used as a link for through traffic, via existing gate 
ways of interchange, or via such gateways as may hereafter . 
established under authority of the Commission by means of the cone 
necting lines which the Louisville & Nashville Railroad Compan) 
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ses to build, equally available to such other carriers, now con- 
aering, or which may hereafter connect, with the line of the Clinch- 
field and its subsidiaries, as may desire to participate in through 
routes and joint rates between points in territory north and west 
of the line of the Clinchfield and points at and beyond the Ohio 
River on the one hand and points in the southeastern and Carolina 
territory on the other, under divisions to be agreed upon by the 
applicants, or either of them, and/or the Clinchfield organization, 
on the one hand, and by the other participating carrier or carriers 


on the other, and shall not discriminate as to rates, fares, and 


charges against such participating carrier or carriers as compared 
with the applicants, or either of them; the intention of this provision 
peing that the line of the Clinchfield and its subsidiaries shall be 
maintained aS an_ open routé equally available to all carriers con- 
necting with the Clinchfield for traffic between the points designated. 

5. It shall be expressly provided by the lease, as executed, that 
no securities shall be issued by the lessors, or any of them, except 
with our approval where such approval is required under the pro- 
yisions of section 20a of the interstate commerce act; and that the 
par value of stock and/or the principal amount of bonds or other 
securities issued to refund maturing obligations or to reimburse 
the lessees for expenditures made as provided in the lease, shall 
not on the one hand exceed the principal amount of the _ securities 
refunded, and on the other, the amount of actual expenditures for 
additions, betterments, extensions, or improvements properly charge- 
able under our accounting classification to capital accounts. 


The order forbids the issuance of any securities under 
the provisions of the lease except subject to the Commission’s 
approval under section 20-a. It says that the making of the 
lease and exercise of any of the rights conferred by the order 
shall, in all future proceedings, “judicial as well as admin- 
istrative, to which the parties above named, or any of them 
may be parties, be deemed and taken as conclusive evidence 
of their acceptance of, and agreement to abide by, the con- 
ditions enumerated in said report, and numbered from 1 to 5, 
inclusive.’ The order also sets forth the financial obligations 
to be assumed by the applicants and forbids any other, unless 
and until ordered by the Commission. The order is to be 
effective from and after thirty days from the date thereof. 


NOVEL INDICTMENTS PROCURED 


The Trafic World Washington Bureau 


Novel indictments have been voted by federal grand juries 
at Alexandria, La., Pittsburgh, Pa., and Independence, Mo. 
They range from indictments on account of alleged failure to 
furnish cars on reasonable request therefor, through ordinary 
embezzlement usually handled under state laws, to receipt of 
unlawful concessions through the agency of a railroad billing 
clerk. 

At Alexandria the Glenmora & Western, recently author- 
ized to abandon its road, W. M. Cady, its president, and the 
W. M. Cady Lumber Company were indicted, accused of a 
criminal offense in that the railroad company did not furnish 
cars for loading with lumber upon reasonable request therefor 
by the Ward Lumber Company, the only other shipper of lum- 
ber on the road controlled by the Cady interests. The Cady 
Lumber Company was indicted, accused of receiving unlawful 
distribution of cars. 


In the counts in the indictment covering the failure to fur- 
nish, the railroad company was accused of failing to furnish 
a single car for the Ward company, although for four months 
in 1922 every day, that company made request in writing for 
cars. In those months it was alleged the road furnished sev- 
eral hundred cars for the Cady lumber mill. Four counts 
alleged failure to furnish cars in violation of paragraph 4 of 
section 1 making it the duty of the carrier to furnish cars 
upon reasonable request therefor. Rules to govern the dis- 
tribution of cars in times of shortage were not in effect at 
the time, but the indictments were procured upon the theory 
that failure to furnish any cars in a period of four months 
while the road furnished several hundred for a competitor 
would indicate a disregard of the duty to furnish cars. 

In having the indictments drawn, Commission men who 
appeared as witnesses for the district attorney used each of 
ten days as separate offenses warranting one count. Then 
they used each of the four months as constituting an offense. 
They proceeded in that way because the criminal sections of 
the law have not heretofore been invoked in aid of the effort 
of the law to bring about a just distribution of cars. 


In the western district of Pennsylvania, Commission men 
procured the indictment of Janies J. Daugherty, general man- 
ager and treasurer of the Indian Creek Valley Railway Com- 
Dany, the majority of the stock of which, annual reports to 
the Commission showed, was owned by the Baltimore & Ohio, 
and William H. Towzey, local agent of that road at Indian 
Creek, on a charge of embezzlement and abstraction of funds 
of the railroad, under section 9 of the Clayton anti-trust law 
Making such embezzlement and abstraction a felony. So far 
a the Commission men have been able to find out, the indict- 
Ment they procured at Pittsburgh was the first time that offense, 
Usually tried under state law, was ever made the subject of 
Proceedings under the federal statute, pertaining to railroads 
and their funds. The counts pertaining to indictment alleged 
the men embezzled about $2,500. Other counts alleged they 
abstracted about $2,300. Still other counts alleged they falsi- 
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fied the cash book records, in violation of section 20 of the 
interstate commerce act. Jointly the two men were accused 
of falsifying the monthly reports of inbound waybills so as 
to make a waybill for $51.78, for illustration, read for $1.78. 
The indictment also accuses them, jointly, of embezzling and 
converting the money to their own use. That kind of an in- 
dictment is unusual. 

Penalties for such offenses as are alleged in the indictment 
run from a fine of not less than $500 or imprisonment for not 
less than a year nor more than ten years, or both. 

The novel indictment at Kansas City is against W. H. 
May, trading as the May Coal Company, at Independence, Mo., 
and Lemual D. Cobb, revision clerk of the Missouri Pacific at 
Independence. May is accused of receiving concessions, in 
violation of the anti-rebate act. He stands accused of bribing 
Cobb to revise the original waybills of coal destined to May 
at Independence to show the cars as containing slack coal, 
moving at a comparatively low rate, when, as a matter of 
fact, the lading was coal of a higher grade taking a higher 
rate or rates. Cobb was accused of aiding and abetting May 
in obtaining these concessions from the published rates. So 
far as the Commission men have knowledge, that is the first 
time a shipper is accused of getting to a railroad clerk in that 
way to obtain a rebate. 

The Commission has been advised that McDonnell & Sons, 
Ine., large shippers of granite monuments from Barre, Vt., 
have pleaded guilty to an indictment, returned by a grand jury 
at Montpelier, Vt., accusing them of misbilling, in violation of 
section 10 of the interstate commerce law, by shipping lettered 
granite monuments from Barre to Chattanooga and Birming- 
ham on descriptions carrying lower rates. The company was 
fined $900, $100 on each count. It was asserted that the mis- 
billing was unintentional. 


CS-31 Revised Indictments 


As a result of investigation activities of the men in the 
Commission’s bureau of inquiry, the federal grand jury for the 
northern district of West Virginia has voted an indictment 
against Samuel Pursglove, of Cleveland, receiver of the Morgan- 
town & Wheeling, and director, general manager and treasurer 
of the Cleveland & Morgantown Coal Company, in fifteen counts, 
accusing him of having made concessions, as receiver, in the 
distribution of coal cars, in the first half of 1923. It has 
also returned an indictment against the coal company ac- 
cusing it of having received the concessions granted by the 
receiver of the railroad who was also general manager, director 
and treasurer of the coal company. 

They are the first indictments based upon disregard of the 
coal car distribution rules known as CS-31 revised. Only 
one other indictment was ever procured by the Commission 
on account of the disregard of the car distribution rules. That 
case, United States vs. I. K. Dye, also arose in West Virginia 
and is reported in 262 Fed. 6, the offense alleged having been 
committed in 1917, before the formulation of the rules carried 
in CS-31 revised. 

Complaints by other operators were lodged in the court 
which appointed Mr. Pursglove receiver with a view to having 
him removed. The appointing judge, however, was not im- 
pressed with the representations of the complaining operators 
and continued him in office until the road was transferred to 
a company, the Scott’s Run Railway, about July 1, 

The material allegation in the indictments is that the 
receiver, as the manager of the railway, furnished more empty 
coal cars to the coal company before mentioned than it was 
entitled to receive, under the rules, and that the coal company 
received the concessions, in violation of the first section of 
the Elkin’s anti-trust law. 

The indictments deal with two situations. The first is that 
caused by the alleged diversion of cars assigned by the New 
York Central for railroad fuel to the shipment of commercial 
coal. The other situation was the alleged failure of the re- 
ceiver to count, against the distributive share of the mine of 
the Cleveland & Morgantown Company, the cars of the People’s 
Natural Gas Company, assigned to the Cleveland & Morgantown 
operation. Those cars were put to their assigned use, but the 
offense alleged grew out of the asserted failure of the receiver 
to count them against the share of the mine. 

Each day upon which there was an alleged failure to 
observe the car distribution rules, to the number of fifteen, 
was counted an offense regardless of the number of cars de 
clared to have been distributed in disregard of the rules. 


The indictments, it is believed, open a new field of law 
in regard to the enforcement of the car distribution rules, The 
question, it is admitted, is not as clear as would be a case 
in which it was charged there had been departure from a pub- 
lished rate. The assigned car rules are not published as 
tariffs, so it may be necessary to prove, by parole evidence, 
that they are enforceable rules, because adopted by the rail- 
roads in accordance with findings of the Commission an- 
nounced after the return of the railroads by the government 
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to their owners, when the question was as to what rules should 
be observed in the distribution of-coal cars. The Dye case is 
not exactly in point, because it arose under the rules in effect 
prior to government control. While the government had the 
railroads in its possession the Railroad Administration adopted 
CS-31 Revised, the code that contains the 100 per cent rule 
recently sustained, as an incident in the Commission’s joint 
mine case decision, attacked in the courts and carried to 
the Supreme Court of the United States. 

The operators whose complaints to the local West Virginia 
court looking to the removal of the receiver because of his 
alleged favoritism for the mines in which he had an interest, 
to tha damage of competing mines, in effect alleged that the 
receiver enforced the distribution rule contained in CS-31 in 
distributing cars among them when his own operation was not 
involved, but failed to observe the rule when the operation of 
the Cleveland & Morgantown Company was involved. 


FABRICATION REPARATION 
The Trafic World Washington Bureau 


An exhaustive discussion of cases before the Commission 
and before the court, about fifty in number bearing or supposed 
to bear upon the question of reparation in cases in which the 
Commission has required the establishment of the transit priv- 
ilege has been submitted in support of a petition for reargument 
and modification of the report and order in Nos. 13980 and 
11733, Parkersburg Rig & Reel Company vs. Baltimore & 
Ohio et al. The Commission has always turned a hard face 
against what it calls “retroactive application” of transit it may 
order. 

The complainant in the cases mentioned ignores the talk 
about retroactive application and insists that when a fabricator 
at one place pays more for the service rendered for him than 
a fabricator in the same general territory pays, then the first 
mentioned pays a rate unreasonable to the extent of the excess 
of the rate under assault, and is entitled to reparation. 

In the case under discussion the Commission said it was 
not unreasonable for the carriers to have failed to establish 
transit at Parkersburg on the iron and steel articles enumerated 
in the complaint, including sheets of 16 guage and heavier, in 
connection with joint interstate rates from points in steel and 
iron producing districts, via Parkersburg, to various destin- 
ations. 

Three propositions were put forward by the fabricating com- 
pany as error on the part of the Commission, as follows: 

(1) That it erred in its decision of March 4, 1924, in that it 
did not find that the failure of the defendants to provide transit 
at Parkersburg resulted in rates which were unreasonable to 
the extent they exceeded the through rates on the fabricated 
materials in effect at the time of shipment, from points of origin 
of the iron and steel to Parkersburg, plus 3.5 cents per 100 
pounds for transit service at Parkersburg. 

(2) That it erred in finding that failure to establish transit 
was unreasonable. 

(3) That the finding ignored the allegations in the two 
complaints since it failed to enter any finding specifically directed 
to the reasonableness of the total charges paid upon the inbound 
and outbound shipments fabricated in transit at Parkersburg. 

The complainant said it would not argue the power of the 
Commission to require the establishment of transit to cure 
a violation of section 1, since the existence of the power had 
been determined in Central Railroad of New Jersey vs. United 
States, 257 U. S. 247 and for the further reason that in this case 
itself the Commission had acknowledged the power when it said 
it had never required carriers to extend transit to new points 
or to additional commodities save to remove discrimination, or, 
in some cases, upon convincing evidence of unreasonableness. 
It said it would not argue the power to award damages because 
it was self evident that if the power existed to require the estab- 
lishment of the transit privilege for the future to provide just 
and reasonable rates and charges, a like power existed to award 
damages for the injury resulting from the carrier’s failure to 


accord transit in the past under reasonable rules and regul- 
ations. 


The complainant said that the difference between the charges 
it paid and those paid by other fabricators, even without con- 
sidering the difference created by the fact that it had to pay, 
on outbound material received in Parkersburg before August 
26, 1920, at the old rates, the new and higher rates in effect 
on and after that date while other fabricators paid only the 
old rates, was substantial. The substantial character of the excess 


aos “- forth in the exhibits which indicated it to be about 


The examiner, according to the petition clearly set forth, in 
his statement of the case, that the issue was as to the reason- 
ableness of the charges, but that the Commission had ignored 
that issue. It said that the courts and the Commission had con- 
strued the term “just and reasonable” to imply comparison of 
rates. It pointed out that all the fabricators in the territory 
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involved, other than itself, paid the joint rates, plus a charge 
for the privilege of stopping the material for fabrication and then 
forwarding the finished products, from the point of origin of the 
raw material, to the destination. 

The joint rates, the complainant contended, constituted the 
general level of rates with which the rates paid by the com. 
plainant should have been compared. The rule in the Nagase 
case, 62 I. C. C. 422, in which the Director-General argued against 
reparation, the complainant quoted with approval. In that cage 
the Commission said that one of the tests of reasonableness was 
the relationship of the rate under attack to other rates on the 
same or analagous commodities between points in the same ter. 
ritory for similar distances. 

By no test which it had ever applied, said the complainant, 
could the Commission say the charges were reasonable. The 
attention of the Commission was directed to the fact that at the 
first hearing, in 1920, the Baltimore & Ohio agreed that the 
complainant was entitled to transit. Not a car of steel had 
been shipped out then the complainant said, but that the tariff 
establishing transit was not filed until more than a year after 
the admission. 


APRIL REVENUES AND EXPENSES 


The Commission’s official statistics covering operating rey- 
enues and operating expenses of Class I roads for April, 1924 and 
1923, and for the four months ended with April, 1924 and 1923, 
for the United States as a whole follow: 

Item— United States 
1924 1923 


Average No. miles operated .............. 235,937.72 235,640.58 
Revenues: 
MONIES ak «cabo Ft t 86 3d oe: o ee ood wesc’ $ 342,782,608 $ 386,296,958 
dak SET ar Waray ee ay ane Be *85,196,370 787,842,300 
MN hare ba dia fold Calebe Catint wacrndeneacwd> 8,140,786 7,594,324 
NINE ase orl rates ho, as Syave: wie Siorerevecofelere.¢ 12,644,663 14,026,758 
All other transportation. «...< 0.060080 16,080,201 16,651,998 
ls ES i LE oN A ae nS 9,351,436 10,285,483 
PK a: ae ee eee ee 819,056 847,041 
EE I ig vi tin cna sat abaaonon 193,534 241,191 
Railway Operating Revenues ....... 474,821,586 523,303,671 
Expenses: 

Maintenance of Way and Structures.. 68,085,298 65,274,165 
Maintenance of equipment.......... 107,462,296 119,742,105 
SN bandage bed Gis oda 5 GAS Sia Sib iws 0 F518 Hel dS 7,884,946 7,532,032 
EP IGURAIOE: 6 oiein.6.0:0:4.0:6 + 0:s.ce eww ewene 177,464,829 195,125,461 
Miscellaneous operations ............ 3,969,010 3,959,099 
ng fe A Ee CORRE Ree Ee ee oe 13,946,850 13,272,110 
Transportation for investment—Cr. .. 1,120,917 756,922 
Railway operating expenses........ 377,692,312 404,148,050 
Net revenue from railway operations.. 97,129,274 119,155,621 
Wealiway tA ACCTUAIS. ......2.ccccccce 27,281,748 27,618,649 


Uncollectible railway revenues........ 156,177 156,397 


Railway operating income.......... 69,691,349 91,380,575 
Equipment rents—Dr. balance........ 6,112,110 5,980,765 
Joint facility rent—Dr. balance....... 1,757,272 1,884,488 

Net railway operating income....... 61,821,967 83,515,322 
Ratio of expenses to revenues (per 

CONE 63. ced ccninbintianinachceus pematesis 79.54 77.28 

FOR FOUR MONTHS ENDED WITH APRIL 
Average number of miles operated....... 235,933,79 235,825.69 
Revenues: 
I el les doh cid ai did, asoccnreineero oarema meee $1,400, 447,599 $1,478,948,148 
POREONBOE oo eccisccveccvesteccccees ss $347,434,784 §846,354,216 
NEE dieing dec h¥ee nee ocdeat ie cue eteneee 31,922,922 30,249,990 
INN hilo :csh nes Ski ne mie walled HOSES a 46,657,848 49,113,063 
All other transportation............... 61,428,206 62,028,232 
I 8 a glee oo or rear toe ordlelensreiai Ee o: ¢4ddos 37,070,246 39,539,562 
RUT CURIE ce ec tibcccccccecccese 3,709,089 3,340,001 
SOME THORP 0 he Sobek ce cheercces 835,401 934,286 
Railway operating revenues......... 1,927,835, 293 2,008, 638,926 
Expenses: 

Maintenance of way and structures.... 237,229,294 223,806,811 
Maintenance of equipment............. 438,052,534 481,063,175 
ae a ee ee 31,952,252 30,070.080 
UII, Si cacdinawtlnd <a wwlateve whe 751,766,485 805,595,959 
Miscellaneous operations.............. 16,066,967 15,879,910 
PORE oo te ase Ve eS odececrs'y iF cabo 56,328,962 53,151,724 
Transportation for investment—Cr.... 3,870,798 2,592,116 

Railway operating expenses........ 1,527,525,696 1,606,975,543 
Net revenue from railway operations. 400,309,597 401,663,383 
Railway tax accruals: .....cecccecccces 06,025,024 104,213,387 
Uncollectible railway revenues....... 689,572 565,939 

Railway operating income.......... 293,595,001 296,884,057 
Equipment rents—Dr. balance........ 22,530,028 22,068,000 
Joint facility rent—Dr. balance...... 6,332,560 6,623,429 

Net railway operating income...... 264,732,413 268,192,628 


Ratio of expenses to revenues (per 


MUN ici nic stent xtc AWhha, S<s weak cos% 79.24 80.00 
* Includes $2,997,540 sleeping and parlor car surcharge. 
+ Includes $2,821,337 sleeping and parlor car surcharge. 
t Includes $11,376,937 sleeping and parlor car surcharge. 
§ Includes $11,097,937 sleeping and parlor car surcharge. 


CONDITION OF CARS 


Freight cars in need of repair on June 1 totaled 189,219 of 
8.3 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the American 
Railway Association. This was an increase of 7,075, over the 
number reported on May 15, at which time there were 182,144 
or 8 per cent. 

Of the total number, freight cars in need of heavy repait 
totaled 138,536 or 6.1 per cent, an increase of 3,299 compared with 
the number on May 15. Reports showed 50,683 or 2.2 per cent in 
need of light repair, an increase since May 15 of 3,776. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter 
' ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 
When Express Company Ceased to Be a Common Carrier as 
to Interstate Shipment Is Federal Question: 

(Appellate Court of Indiana, Division No. 2.) Under inter- 
state commerce act Feb. 4, 1887, sec. 10, as amended by act 
June 18, 1910 (U. S. Comp. St. sec. 8574), defining the term 
“carrier” so as to include express companies, the question of 
when an express company ceased to be a common carrier as to 
interstate shipment and became simply warehouseman is a 
federal question.—American Ry. Express Co. vs. Rhody et al., 
143 N. E. Rep. 640. 

Express Company’s Duty as Common Carrier and as Ware- 
houseman Stated: 

Express company’s liability as a common carrier is that 
of an insurer, while its duty as a warehouseman is merely 
to exercise reasonable care.—Ibid. 

Express Company’s Liability as Carrier Generally Continues 

Until Delivery of Goods to Consignee: 

Generally the duty of an express company is to deliver 
goods to consignee at his residence or place of business, and 
until such delivery is made or is waived by consignee, or the 
express company is absolved from the performance of such 
duty by rule, usage, or custom, its liability as a carrier will 
continue.—Ibid. 


Facts Held to Show Intention that Meat Shipped by Express: 

Was to Be Delivered to Consignee at Railroad Depot: 

In action involving question of express company’s liability 
for meat stolen from its storehouse, in which the express 
company Claimed that its liability was that of a warehouseman, 
facts held to show that it was the intention of the parties that 
delivery was to be made at the railroad depot, and not to 
consignee at his residence or place of business.—lIbid. 


Express Company’s Liability as Carrier Continued for Reason- 
able Time After Notice of Arrival to Consignee: 

Express company, on transportation of meat to be deliv- 
ered to consignee at railroad depot, continued liable as a Car- 
tier until expiration of a reasonable time within which to 
remove after notice of its arrival to consignee.—Ibid. 


Reasonableness of Time for Removal of Goods by Consignee; 
for Court, if Facts Undisputed, Otherwise for Jury: 

When the facts are certain and undisputed and subject to 
but one inference, the court and not the jury should determine 
what is a reasonable time for the consignee to remove the 
goods after their arrival, but if there is a conflict of evidence 
as to the material facts, or if the facts are doubtful, or if rea- 
sonable men may draw different inferences, the question is for 
the jury.—Ibid. 


Consignee Held to Have Had Reasonable Time Within Which 
to Remove Goods from Express Company’s Storehouse. 
Where consignee arrived at station to which meat had been 

transported by express in time to have removed meat from 

express company’s storeroom during the day, but postponed 

removal until following day, express company’s liability for loss 

of meat during night time was that of warehouseman, since in 

my case consignee had had reasonable time for removal.— 
id, 

Suit on Bill of Lading Must Be Brought Within Six Years; 
“Contract in Writing:” 

(Court of Appeals of Georgia, Division No. 2.) This is a 
suit against a railway company for damages on account of its 
alleged failure to properly handle a car of peaches. The action 
is expressly based upon the contract of shipment as evidenced 
by the bill of lading as signed by both the shipper and the 
carrier. The suit was brought more than four years from the 
date of the alleged injury, but within six years from the date 
of the contract of shipment. The petition was dismissed on 
seneral demurrer, as showing on its face that it was barred 


by the statute. This presents the only question for determina- 
tion. Held: 


“A bill of lading issued by a common carrier is a ‘contract 
in writing’ within the meaning of section 4361 of the Civil Code, 
Which provides that ‘all actions upon promissory notes, bills of 
‘xchange, or other simple contracts in writing shall be brought 
Within six years after the same become due and payable.’” 
Seaboard Air Line Ry. vs. Luke, 19 Ga. App. 100, 90 S. E. 1041. 
It is not considered that the ruling just quoted is in conflict 
with the ruling of this court in Cincinnati Ry. Co. vs. Malsby 
Co, 22 Ga. App. 595, 96 S. E. 710, although counsel for the 
Dlaintiffs in error so concede in their briefs—Averett et al. 
Ws. Seaboard Air Line Ry. Co. 122 S. BE. Rep.—625. 
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DELAY IN TRANSPORTATION OR DELIVERY 
Direction of Verdict on Conflicting Evidence as to Delivery 

Within Reasonable Time Error: 

(Court of Appeals of Georgia, Division No. 1.) At Moultrie, 
Ga., W. M. Flowers delivered to, the Georgia Northern Railway 
Company a carload of watermelons, to be transported to At- 
lanta, Ga., and there delivered to R. T. Cook. The question as 
to whether or not the melons were delivered or tendered to 
Cook within a reasonable time was one peculiarly for deter- 
mination by the jury, the evidence on this point being conflict- 
ing, and the judge erred in directing a verdict, and in over- 
ruling the motion for a new trial. Saunders Bros. vs. Payne, 
29 Ga. App. $15 (4), 116 S. E. 349; Stewart vs. Citizens’ & South- 
ern Bank, 30 Ga. App. 112 (2), 117 S. E. 115.—Flowers vs. 
Georgia Northern Ry. Co., 122 S. E. Rep. 647. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Ship Has Burden of Showing That Damage to Cargo Is Within 

Exception in Bill of Lading: 

(Circuit Court of Appeals, Second Circuit.) The burden 
rests on a ship to show that damage to her cargo falls within 
an exception in the bill of lading—The C. Lopez Y Lopez, 297 
Fed. Rep. 457. 

Proof of Unexplained Wetting of Cork with Oil Warrants Infer- 
ence of Negligence: 

Proof that cork, while on board ship, in some way unex- 
plained by direct evidence, was wet and injured by oil, war- 
rants the inference that it was negligently stowed comparatively 
near the oil.—Ibid. 

Ship Liable for Damage Caused by Negligent Stowage, Notwith- 
standing Exception in Bill of Lading: 

A ship is liable for damages caused by negligent stowage, 
notwithstanding an exception in the bill of lading exempting 


the ship from responsibility for damage caused by other goods. 
—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Buyer’s Petition Against Railroad for Failure to Divert Car 
Held Not Demurrable for Failure to Allege Whether Con- 
tract for Purchase of Goods Was Oral or Written: 

(Court of Civil Appeals of Texas, Fort Worth.) Where 
goods for shipment of which to a certain point a bill of lading 
had been issued were sold under a contract requiring the car 
to be diverted to other point, buyer’s petition, in his action 
against the railroad to recover demurrage, reconsignment 
charges, and war tax paid on the railroad’s failure to divert 
the car to other point, alleging the number of the car contain- 
ing the goods, the issuance of the original bill of lading, and 
the substitution of another bill of lading binding the railroad 
to transport the car to other point, held not subject to general 
demurrer for failure to allege whether the contract for the 
purchase of the goods was oral or written—Davis, Director- 
General of Railroads, vs. Stamford Mill & Elevator Co. et al., 
260 S. W. Rep. 1081. 

“Bill of Lading” Defined: 

A “bill of lading” is a memorandum or acknowledgment in 
writing, signed by the carrier, binding the carrier to transport 
goods as theerin directed.—Ibid. 

Pleading Not Demurrable for Failure to State Whether Contract 
Oral or Written, Where Such Fact Not Essential to Cause 
of Action: 

A pleading is not demurrable because it fails to state 
whether the contract sued on is oral or written, where such 
fact is not essential to the cause of action.—Ibid. 

Petition to Recover Demurrage, Reconsignment Charges, and 
War Tax Paid Because of Failure to Divert Car Pursuant 
to Bill of Lading, Held Not Demurrable for Failure to Allege 
to Whom and Where Payment Was Made: 

In buyers’ action against railroad to recover demurrage, 
reconsignment charges, and war tax, which buyer was required 
to pay because railroad failed to divert car pursuant to bill of 
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lading substituted for that originally issued providing for the 
transportation of the car to the point to which the contract for 
purchase of the wheat required the seller to divert the car, peti- 
tion held not subject to general demurrer for failure to allege 
to whom and at what point the demurrage, reconsignment 
charges and war tax were paid.—Ibid. 

Petition to Recover Demurrage, Reconsignment Charges, and 
War Tax Paid Because of Failure to Divert Car Pursuant 
to Bill of Lading, Held Not Demurrable for Failure to Allege 
Railroad’s Negligence: 

In action by buyer of carload of wheat against railroad to 
recover demurrage, reconsignment charges, and war tax, which 
buyer was required to pay because of railroad’s failure to divert 
the car to point other than that stated in the original bill of 
lading pursuant to bill of lading substituted therefor, on buyer’s 
purchase of wheat after issuance of original bill of lading 
petition alleging that railroad did not transport the car 
as obligated to do under the substituted bill of lading, but 
transported it to the point to which the wheat was origin- 
ally shipped, and that buyer was required to pay such ex- 
penses through the fault and negligence of the railroad in 
transporting the wheat to such point instead of the point 
to which it should have been diverted and in delaying the car 
at such point, held sufficient as against general demurrer, not- 
withstanding failure to allege railroad’s negligence, in view of 
Rev. St. art. 6554, placing burden on railroad to show that de- 
lay was not negligent.—Ibid. 

Variance as to Date of Contract for Purchase of Carload of 
Wheat Held Not Fatal in Buyer’s Action Against Railroad 
for Demurrage, Reconsignment Charges, and War Tax Paid 
on Account of Failure to Divert Shipment: 

In action by buyer of carload of wheat under a contract 
requiring seller to divert the car to a point other than that to 
which it had been shipped, against railroad for demurrage, re- 
consignment charges, and war tax, which buyer was required 
to pay because of delay of car at point to which it was origi- 
nally shipped, to which railroad had moved the car in violation 
of bill of lading issued in substitution for that originally issued, 
variance between allegation as to date on which buyer’s con- 
tract with seller was entered into and proof as to such date 
held not vital, in the absence of a showing that the railroad 
was injured by reason thereof.—Ibid. 

Testimony as to Payment of Demurrage, Reconsignment Charges 
and War Tax to Joint Agent of Railroads at Certain Point 
Held Admissible in Suit for Diversion of Shipment: 

In action against Director-General of Railroads to recover 
demurrage, war tax and reconsignment charges which plaintiff 
was required to pay because of transportation of car to point 
other than that stated in the bill of lading, testimony that the 
demurrage, reconsignment charges and war tax were paid to 
the joint agent of railroads at a certain point, held admissible, 
since payment to the joint agent was in effect payment to the 
Director-General.—Ibid. 

Interest Properly Allowed on Claim in Rendcring Judgment 
Against Director-General or Agent for Failure to Divert 
Car: 

Under federal control act March 21, 1918, sec. 10 (U. S. 
Comp. St. Ann. Supp. 1919, sec. 3115%j), transportation act 
Feb. 28, 1920 (U. S. Comp. St. Ann. Supp. 1923, sec. 10071%4 
et seq.), and Vernon’s Sayles’ Ann. Civ. St. 1914, art. 4981, it 
was proper, in rendering a judgment against the Director-Gen- 
earl of Railroads or the agent designated by the President, for 
demurrage, reconsignment charges, and war tax, which the 
plaintiff was required to pay because of delay of car at point 
to which it was transported other than that specified in bill 
of lading, to allow interest on the claim.—lIbid. 


Refusal to Allow Interest on Claim Where Not Denied by Stat- 
ute Would Constitute Denial of Due Process: 
In the absence of some statutory denial of the right to 
recover interest on a claim against the Director-General of Rail- 
roads for money paid for demurrage, reconsignment charges and 


war tax, the refusal to allow interest would constitute the denial 
of due process.—Ibid. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended June 7 totaled 
910,707 cars as compared with 819,904 cars the preceding week, 
when loading was depressed on account of Memorial Day, and 
918,213 cars the week ended May 24, acording to the car 
service division of the American Railway Association. Loading 
in the corresponding period of 1923 and 1922 was 1,012,312 and 
836,208 cars, respectively. 

Loading by districts the week ended June 7, and the cor- 
responding period of 1923, follows: 


Eastern District: Grain and grain products, 8,019 and 7,399: 
live stock, 3,224 and 2,938: coal, 39,966 and 56,252; coke, 1.731 and 
3,832; forest products, 6,354 and 6,758; ore, 6,272 and 8,475: mer- 
chandise, L. C. L., 67,534 and 67,910: miscellaneous, 83,082 and 
98,321; total, 1924, 216,182; 1923, 251.885; 1922, 188,529. 

Allegheny District: Grain and grain products, 2,409 and 
2,489; live stock, 2,556 and 2,516; coal, 40,729 and 60,691; coke, 
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3,816 and 7,601; forest products, 3,416 and 3,933; ore, 11,290 ang 
14,524; merchandise, L. C. L., 49,390 and 49,347; miscellaneous, 
74,206 and 85,082; total, 1924, 187,812; 1923, 226,183; 1922, 160,529 

Pocahontas District: Grain and grain products, 183 and 159. 
live stock, 135 and 136; coal, 27,259 and 27,518; coke, 229 ang 
501; forest products, 1,470 and 2,159; ore, 136 and 208; merchan. 
dise, L. C. L., 6,583 and 6,296; miscellaneous, 4,675 and 4,809. 
total, 1924, 40,670; 1923; 41,786; 1922, 43,721. 

Southern District: Grain and grain products, 4,312 and 3,441. 
live stock, 1,907 and 2,290; coal, 15,476 and 20,156; coke, 864 and 
1,382; forest products, 21,267 and 22,810; ore, 1,451 and 1,443: mer. 
chandise, L. C. L., 38,441 and 37,585; miscellaneous, 42,538 anq 
43,495; total, 1924, 126,256; 1923, 132,602; 1922, 129,363. 

Northwestern Distrist: Grain and grain products, 10,538 ana 
9,342; live stock, 8,801 and 9,523; coal, 4,895 and 7,842; coke, 909 
and 1,000; forest products, 18,207 and 20,417; ore, 38,096 and 47- 
863; merchandise, L. C. L., 29,898 and 31,240; miscellaneous, 36,949 
and 39,406; total, 1924, 148,275; 1923, 166,633; 1922, 142,954, 

Central Western District: Grain and grain products, 9,63) 
and 8,101; live stock, 11,458 and 11,459; coal, 11,218 and 13,564: 
coke, 235 and 428; forest products, 10,667 and 12,559; ore, 3,048 
and 3,064; merchandise, L. C. L., 34,694 and 35,568; miscellaneous, 
52,623 and 52,072; total, 1924, 133,574; 1923, 136,815; 1922, 118,260, 

Southwestern District: Grain and grain products, 4,146 and 
3,478; live stock, 2,809 and 3,091; coal, 3,810 and 3,742; coke, 141 
and 126; forest products, 7,610 and 7,749; ore, 535 and 511; mer- 
chandise, L. €. L., 14,828 and 14,764; miscellaneous, 24,059 and 
22,947; total, 1924, 57,938; 1923, 56,408; 1922, 52,799. 

Total, all roads: Grain and grain products, 39,238 and 34,409: 
live stock, 30,890 and 31,953; coal, 143,353 and 189,765; coke, 7,916 
and 14,870; forest products, 68,991 and 76,385; ore, 60,828 and 
76,088; merchandise, L. C. L., 241,368 and 242,710; miscellaneous, 


$18,123 and 346,132; total, 1924, 910,707; 1923, 1,012,312; 1922 


Loading of revenue freight this year compared with the two 
previous years follows: 





1923 1922 

4 weeks of January 3,373,965 2,785,119 
4 weeks of February 7 3,361,599 3,027,886 
5 weeks of March .......... 7 4,581,176 4,088,132 
Ce OS ee 9 3,764,266 2,863,416 
DE GE a vitae suuae'ce e's ceeee.s = 4,876,893 3,841,683 
Week ended June 7th............. 10,707 1,012,312 836,208 

PE” 4c sin xt une aniewe eres pene 20,471,942 20,970,211 17,442,444 


COAL PRODUCTION AND SHIPMENT 


“Production of soft coal recovered from the decrease caused 
by the Memorial Day holiday and rose in the week ended June? 
to 7,378,000 tons, the highest figure reached in any week since 
March 29,” the Geological Survey says in its current weekly 
coal report which, in part follows: 


In comparison with the output for the last preceding full-time 
week. (May 19-24), this was an increase of 215,000 tons, or 3 per 
cent. 

The average output per working day is still far below that of the 
corresponding period last year. 

The following table of cars loaded daily shows the trend in the 
rate of production: 


April-May May May May May June June 
28-3 5-10 12-17 19-24 26-31 2-7 9-14 


Monday. | <o< oj0s0+%¢ 21,869 23,778 23,885 23,428 25,673 24,355 22,423 
‘TUGHORY ...-00cce 22,323 23,320 22,248 22,743 21,856 24,722 23,550 
Wednesday ....... 21,153 23,021 22,467 23,588 24,439 24,091 ...... 
Thuraday 22 ..4...% 19,777 21,805 22,465 22,534 23,833 23,387 

Friday ..cscccccceds 22,359 22,553 21,559 23,063 9,520 23,344 ...... 
Saturday .......... 15,714 14,370 14,769 15,232 15,907 16,008 ...... 


Whether the temporary improvement indicated by the returns for 
the first week of June will continue or not remains to be seen. 
Preliminary telegraphic returns indicate that loadings on Monday 
and Tuesday, June 9 and 10, failed to equal those of the correspond- 
ing days in the preceding week. : 

The output of anthracite recovered promptly after the Memorial 
and Ascension day holidays, and in the first week of June a total of 
1,846,000 net tons was produced. This was about the same as in 
the last preceding full-time week (May 19-24), but in comparison with 
the corresponding week of 1923, it showed a decrease of 200,000 tons. 

The railroads report a decline in the shipments of both anthra- 
cite and bituminous coal across the Hudson to eastern New York 
and New England. Against 2,253 cars of bituminous coal forwarded 
during the last week of May the record for the week of June 7 shows 
only 1,984 cars. Shipments of anthracite declined from 3,289 to 2,380 
cars. These figures include coal forwarded through the gateways of 
Hadlem River, Maybrook, Rotterdam, Albany, Mechanicville, Troy. 
and Rouses Point. 

The cumulative shipments of bituminous coal for the calendar year 
to date now amount to 62,969 cars, a decrease of 23 per cent when 
compared with 1923. The movement of anthracite is also behind that 
of last year; it stands at 68,572 cars against 82,344 cars in the corre- 
sponding period of 1923. 

A decline in the movement to New England is also apparent in 
the reports of coal handled over the piers at Hampton Roads, the 
country’s principal coal port. Shipments of cargo coal to New Eng- 
land were 116,501 tons in the week of June 7, a decrease of 9 
per cent when compared with the preceding week. In the corre- 
sponding week of 1923, 166,000 tons were forwarded. 

There was, however, a slight recovery in exports which rose from 
74,157 tons in the last week of May to 89,550 tons. This was some- 
what greater than the corresponding week last year. Total dumpings 
for all accounts, however, show a decrease. From 327,735 tons in the 
week of May 31 they declined to 293,395 tons. 

Shipments of lake coal continue at a rate slightly less than 60 
per cent of that in June, 1923. The total quantity of soft coal dumped 
into vessels at Lake Erie ports in the week ended June 8, according 
to the Ore and Coal Exchange, was 662,760 tons. Of this 618,361 
tons was cargo coal and the remainder, vessel fuel. 

Cumulative lake shipments for the season stand midway between 
the record for 1923 and that for the strike year 1922. 

While the movement of bituminous coal holds its own, the move- 
ment of anthracite up the lakes is at present declining. Shipments 
through Buffalo and. Erie for the first week in June totaled only 
45,910 net tons as compared with 81,860 tons in the week before. 
The cumulative shipments for the fpresent season are likewise 
somewhat behind those for 1923. . 
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Freight Routing 


Thirteenth of a Series of Articles on the Subject of Routing of Freight, Written for The Traffic 
World by J. D. Collier 


The illustration of forwarding shipments in pool cars, as 
referred to in the previous article, is, of course, predicated on 
the individual requirements of a certain commodity and would 
not necessarily cover different articles or, in all probability, 
would not cover the same article handled by a different concern. 
That feature is, perhaps, the most interesting factor in the 
analysis of the benefits of forwarding in pool cars, as it is 
practically impossible to duplicate any existing system; con- 
sequently each traffic manager must analyze his own situation 
and the result will be entirely individual. The fundamental 
principles, however, are the same, the most vital factor being 
that the break-bulk point should be consistent with the freight 
rates, considering the carload rate into the break-bulk point, 
the less-than-carload from there to destination, as compared to 
the through freight rate L. C. L. from point of origin to the 
same destinations. 


It is not to be supposed that every concern can obtain the 
same degree of efficiency through the use of the pool car system 
of routing and forwarding its merchandise, as the classification 
on various commodities and rate structure restricts, at least, 
the freight rate saving feature. However, the time feature 
from the break-bulk point, with the other various advantages, 
such as information en route, etc., can be obtained regardless 
of location or rate structure. Many manufacturers, without 
giving proper consideration to the full advantages offered to 
them by the transportation facilities, especially through the 
use of pool cars, admit that they are restricted in their growth 
and territorial expansion by high freight rates. Their first 
thought, then, is the necessity of a branch before a certain ter- 
ritory can be opened, or a continual criticism of the high freight 
rate cost. This idea, in many cases, is in error, and due to 
lack of knowledge of the possibilities afforded by routing directly 
or by taking advantage of the possibilities of forwarding ship- 
ments in pool cars or from spot stocks strategically located 
according to the freight adjustment and service. 


One of the most successful systems with which the writer 
is familiar is, perhaps, one of the greatest examples of the 
value of the traffic man and the necessity of his being familiar 
with all phases of his company’s business and receiving co- 
operation to perfect the arrangement. In this instance the com- 
modity shipped is rated in carload lots, three classes lower than 
in less-than-carload lots, and the carload minimum provided is 
20,000 or 24,000 pounds, according to territory and whether or 
not the class or commodity rate is used through or as a factor 
in making the through rate. Through a careful analysis of 
sales the traffic executive noticed that, in several instances, 
shipments of 5,000 to 8,000 pounds were forwarded every three 
to six weeks to certain points, requiring in each instance that 
the less-than-carload rate be paid. His first thought was to the 
effect that, if three or four of these shipments could be held up, 
or if the carload rate and service were offered the customers, 
they would place their orders simultaneously, which would make 
possible the shipment of each of the less-than-carload shipments 


: ne car, considerable saving in time and freight rate could 
e had. 


Taking, for example, the fact that the less-than-carload rate 
was $2.00 a hundred pounds and the carload rate was $1.20 a 
hundred pounds, the difference would be 80 cents a hundred 
pounds. The article in question weighed 300 pounds, which 
would result in a saving of $2.40, the factory price being 
$36.00. When we consider many factors, including the great 
care the buyer takes to discount his bills approximately on the 
basis of 2 per cent, or, in this instance, 72 cents, we can readily 
realize what an additional factor the saving of $2.40 on the 
article would mean to him. 

After selling this idea to the sales department and to the 
various salesmen it proved successful and it was an important 
factor in making sales. The thought occurred, however, that 
Several factories producing a similar product—although, of 
course, in the manufacturer’s opinion, inferior—were located 
Closer to the customer, consequently between times their re- 
orders were given to a merchant nearby, his article being sold 
a8 a substitute. To offset this, shipments were forwarded more 
often—in fact, so frequently that, in many instances, orders 
had not been received for the full carload minimum, perhaps 
lacking 3,000 to 7,000 pounds. To take care of this situation the 
car was fully loaded, the shipments previously sold were deliv- 
ered on arrival of the car and the balance placed in stock with 
the warehouse handling the shipments at destination. Customers 
knowing of this situation could then draw their reserve stocks 
from the warehouse, and it frequently happened that the ship- 


ments were sold before the car arrived at destination. In fact, 
a: careful study of the volume of sales often resulted in the 
immediate sale, so that, as a rule, little stock was carried. 
When a shipment of this kind was forwarded, containing fill- 
in tonnage, the salesman in the territory was notified when the 
car would be made up and shipped, with the approximate date 
of its arrival. Consequently, he renewed his efforts to dispose 
of the fill-in portion before arrival of the car and was often 
successful. 

This plan had proved so successful in promoting sales and 
getting repeat orders that the entire sales campaign has been 
predicated on this system; in fact, the advertising and extension 
of sales territories follow the lines of least resistance as afforded 
by the rate situation, which makes the pool car arrangements 
possible, 


We hear much nowadays of rate structure, rate adjustments, 
comparative rates, etc., but, to the average man, it means little. 
Almost every manufacturer first admits that rates are too high 
and next that they are much more favorable to his competitor 
than they are to himself, also that the classification is out of 
line on his commodity as compared with competing or similar 
articles. Not until a complete analysis of the proper method is 
made of using the rates to the various sales territories can the 
true value of a rate structure or adjustment be had. Nor is it 
proper, until this study is made, to complain of the situation, as 
many instances have indicated that the rates apparently in 
effect are an advantage, whereas without this study they appear 
to be a disadvantage. . 


The writer has in mind the criticism of class rates on less- 
than-carload merchandise from a certain point through a most 
prominent gateway. In this instance, for sake of argument, we 
will admit the rates were rather high. However, from this 
same point of origin there was an approximately low carload rate 
to this gateway. If this fact had been recognized and taken ad- 
vantage of by forwarding shipments into the territory by using 
the pool car service to the gateway, it would have been found 
that the adjustment was a great advantage. The rate situation 
covering a certain food product from the eastern seaboard is a 
special example of this situation. Shipments destined to a cer- 
tain territory surrounding Kansas City are shipped in a pool 
car to break bulk at Kansas City. However, shippers to a con- 
tiguous territory and, in many instances, destinations closer to 
Kansas City, are forwarding a pool car to Chicago to break 
bulk at that point. This condition is due to the comparisons 
of the Mississippi River combination to certain points of des- 
tination as compared to the Chicago combination to other points 
of destination, modified, to some extent, by the commodity rate 
over a standard and differential route. If the service of these 
two cars showing point of origin and destination were charted, 
to the uninitiated, and perhaps to many traffic managers, the 
system would appear to be in error, but to a traffic man who has 
made a careful study of the situation and is familiar with the 
rate adjustment on this commodity to this territory as well as 
the competitive lines from Kansas City to certain destinations 
as compared to the through merchandise car service from Chi- 
cago to similar destinations, the service from Chicago justifies 
the loading of these shipments in this car, although but a small 
additional saving is made. 


Transportation has, no doubt, been an important factor in 
the development of the prosperity of this nation, some claiming 
it has been the most important factor. However, it is the one 
service in connection with business in general which cannot. be 
performed by the shipper himself. The rules and regulations 
of the various carriers were formulated according to the de- 
mands of the various shippers. Consequently, it is not logical to 
criticize them until an intelligent investigation by a competent 
executive has found them lacking in some features necessary 
to the proper development of or adaptation to the shipper’s 
business. 

On proper investigation, not only of the rules and regula- 
tions themselves, but of the shipper’s business, it may be found 
that some changes are required in order to obtain better results 
for the shipper’s benefit. It has been the experience of many 
competent traffic managers that, if proper approach is made 
to the carrier’s officers and the situation is explained to them 
and is founded on a real necessity, they cooperate to the fullest 
extent consistent with the laws circumscribing their activities. 

In order properly to analyze the adaptibility of the facil- 
ities offered by the carrier, it is essential that the traffic manager 
be in close touch with every phase of his company’s business. 
A review of the examples of pool cars will indicate the necessity 
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of a full understanding in order to obtain the proper results. 
This fact can be best recognized if the rules and regulations of 
the carriers are studied on several commodities. The knowledge, 
strength and co-operation of the traffic officers in several lines 
can be readily seen in the provisions covering shipments of lum- 
ber, grain and grain products, coal, iron and steel articles, fur- 
niture, drugs, tobacco, and several others. In no branch of 
transportation can the traffic executive co-operate with his com- 
pany and further its interests than by the study of the methods 
which can be used to advantage in routing his merchandise to 
the customer. A reiteration of this fact is not superfluous. The 
traffic man must have the same conception of his customer that 
the salesman has. With him rests the responsibility of deliver- 
ing the merchandise the company sells. Consequently, he should, 
at all times, bend his efforts to offer the customer the best 
service obtainable, as the customer is the one who furnishes 
the market for the shipper’s merchandise. He must also recog- 
nize that his activity being the only one that cannot be per- 
formed by the company itself, and being one of the most im- 
portant activities of his company’s business, is the one that it 
cannot control except through his activity and it cannot obtain 
the advantages except through his knowledge, not only of the 
railroad situation, but of the business itself. 


The pool car is perhaps the first step towards a branch 
house, the next step being a spot stock. However, many ship- 
pers are unable to take full advantage of pool cars on account 
of lack of tonnage or the nature of their commodity; conse- 
quently it is necessary, in order to obtain the best service, to 


work with others. This situation will be covered in the next 
article. 


FRUIT AND VEGETABLE SHIPMENTS 


Great quantities of fruits and vegetables are being sent to 
market, the total number of cars for the week ended June 14 
having been slightly in excess of 19,000 cars, as compared with 
16,776 cars the preceding week, which was approximately one- 
third heavier than for the corresponding period a year ago, 
according to the Bureau of Agricultural Economics of the De- 
partment of Agriculture. The totals from the Bureau’s weekly 
summary of carlot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. 
Asterisks (*) piaced at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Total Total 
This Last 
June June June Sea- Sea- Totla 
8-14, 1-7, 10-16, son to son to Last 
1924 1924 1923 Junel4 June 16 Season 
Apples (Western States)— 
aes 58 102 23 *63,127 46,283 46,286 
Apples (Eastern States)— 
| ee ae 142 *206 80 *73,368 65,937 65,997 
Asparagus— 
ee 26 37 oe *886 aad 785 
Cabbage— 
{ae 548 *813 725 *15,680 12,026 *37,230 
Cantaloupes— 
gt Ae 3,027 1,629 2,181 *6,200 5,136 25,876 
Celery— 
WE wewsbesa' 34 52 11 *7,258 6,420 *16,895 
Cherries— 
WEE waovedaas 171 179 ee *977 oe 2,481 
Cucumbers— 
es 560 594 9 2,870 + 5,677 
Grapefruit— 
. eee 145 235 se *19,551 +t 17,634 
Lemons— 
rrr 402 358 ot 8,287 ** 8,194 
Lettuce— 
a eee 243 488 293 *21,430 18,087 27,713 
Mixed Citrus Fruits— 
De .wdwtvee< 36 +e 3,657 +e 3,677 
Mixed Deciduous Fruit— 
OE Lp Sa 202 544 *602 1,265 *9 063 
Mixed Vegetables— 
ET acdc dees 577 *935 441 *14,053 11,307 24,025 
Onions (1923 crop)— 
EE ee 8 12 29,438 29,758 29,758 
Onions (1924 crop)— 
OE: eS tdecltee 316 217 122 4,586 3,827 *29,438 
Oranges— 
Sarr 1,594 1,488 +s *63,895 tad 67,952 
Peaches— 
pee ae 750 125 458 *891 1,132 33,513 
Plums and Prunes— 
DE cis skdaae 44 oe 158 ** *6,789 
Strawberries— 
MORE” HA ter. sis 1,679  *2,670 722 *16,101 16,691 17,899 
String Beans— 
EE 6 05.6. 4:6:4 4:4 391 388 se *2,490 ** 3,323 
Tomatoes— 
EE fn vectleded 1,916 557 1,023 10,477 11,302 24,116 
Watermelons— 
ES oan acai 586 221 1,019 843 3,037 33,008 
Potatoes (1924 crop)— 
ON! kee datas 4,764 63,653 3,128 *17,265 13,696 239,668 
Potatoes (1923 crop)— 
WEN. acute aes 917 1,590 1,390 *239,668 252,118 254,158 


** Unavailable. 


THE TRAFFIC WORLD 





Vol. XXXIII, No. 95 


FREIGHT CAR PERFORMANCE 


Freight car-miles per car-day on class I railroads ayer. 
aged 25.5 in April, as compared with 27.3 in March, 27.4 jp 
February, 25 in January, and 28 in April last year, according 
to a condensed summary of freight car performance and equip. 
ment conditions issued by the Bureau of Railway Economics, 
In October, 1923, an average of 30.7 miles was attained. 

Tons per car, revenue and non-revenue, averaged 25.7 ip 
April, 26.6 in March, 27.6 in February, 27.7 in January, anq 
27.7 in April last year. The highest average attained in 1993 
was 29 in the month of January. In December, 1920, an ay. 
erage of 31.2 was attained. 

The percentage of loaded to total freight car-miles was 
65.8 in April, 65.7 in March, 66.3 in February, 64.9 in January, 
and 66.7 in April last year. The highest percentage in 1923 
was 68.2 in March. The percentage in August and September, 
1922, was 71. In March, 1920, a percentage of 72.2 was at. 
tained. 

The percentage of unserviceable freight cars was 7.4 in 
April, 7.1 in March, 7 in February, 6.7 in January, and 8.8 in 
April last year. In 1920 the average percentage for the year 
was 7; in 1921, 13.1; in 1922, 12.8, and in 1923, 8. 

The percentage of unserviceable locomotives, freight and 
passenger, was 19.1 in April, 19.2 in March, 19 in February, 
18.8 in January, and 23.6 in April a year ago. The average 
percentage for 1920 was 24.5; 1921, 23.7; 1922, 24.9, and 1923 
21.4. 


CONDITION OF EQUIPMENT 


The Commission’s monthly report on condition of railroad 
equipment and related matters, submitted to President Coolidge 
because the Senate is in adjournment, under the terms of the 
LaFollette resoluion requiring such a report, shows that for 
the month of May 104,763 freight cars were inspected, that 
4,116 or 4 per cent were found defective, and that in the same 
month last year there were 111,871 cars inspected and 7,112 or 
6.4 per cent found defective. 

In May 6,184 engines were inspected and 2,931 or 47.4 per 
cent found defective, and 382 were ordered out of service, while 
in May, 1923, 6,140 were inspected and 3, 631 or 59 per cent were 
found defective, and 615 were ordered out of service. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in good order 
jumped to 356,723 cars in the period June 1-7, inclusive, an in- 
crease of 18,197 cars over the average for the preceding period, 
while the average daily shortage dropped to 80 cars, as com- 
pared with 151 cars in the preceding period, according to the 
car service division of the American Railway Association. 

The surplus was made up as follows: Box, 129,820; ven- 
tilated box, 220; auto and furniture, 1,623; total box, 146,271; 
fiat, 4,341; gondola, 82,960; hopper, 89,351; total coal, 172,311; 
coke, 2,698; S. D. stock, 15,2386; D. D. stock, 1,774’ refrigerator, 
13,156; tank, 195; miscellaneous, 741; total, 356,723. 

The shortage was made up of 54 box, 15 flat and 11 gondola 
cars. 

Canadian roads reported a surplus of 20,450 cars, made up 
of 17,200 box, 775 auto and furniture, 250 flat, 150 gondola, 1,150 
S. D. stock and 925 refrigerator cars. 


ABANDONMENT APPLICATIONS 


The Southern has applied for authority to abandon its 
Burgin branch between Burgin Junction and Burgin, in Mercer 
county, Kentucky, a distance of 3.83 miles. The applicant said 
there was no real necessity for the operation of the branch 
and that it had been operated at a large loss for many years. 

W. H. Bremner, receiver of the Minneapolis & St. Louis 
Railroad Company, has applied for authority to abandon and 
dismantle that part of the Minneapolis & St. Louis railroad from 
Akaska to LeBeau, S. D., consisting of approximately 12 miles 
of main track. The line was constructed in 1907 by the Min 
nesota, Dakota & Pacific Railway Company and conveyed to 
the Minneapolis & St. Louis in 1912. The applicant said whet 
the line was built it was intended to continue the railroad 
across the Missouri River and on west, but that developments 
in the cattle-raising business then expected in the territory 
served did not materialize and that in 1910 a fire destroyed 
LeBeau, resulting in its virtual abandonment. 


CONSOLIDATED CLASSIFICATION DOCKET 


Docket No. 19, of the Consolidated Classification Committee, 
for hearings of the Official, Southern and Western Classifica 
tion committees, at Atlantic City, July 8, and Chicago, July 15, 
is published in the June 21. Traffic Bulletin. 


EXPRESS CLASSIFICATION 


In The Traffic Bulletin of June 21 is published Classifica 
tion Docket No. 5 of the American Railway Express Compaly 
and the Southeastern Express Company proposing changes 1? 
be effective on or about September 1. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


FELTON REPLIES TO WHITE 


Editor The Traffic World: 

I have just read, in your issue of June 7, a report from 
your Washington Bureau in which Representative White, of 
Kansas, in a speech in the House said, in referring to rates 
on grain, grain products, and hay, that, in the case now pend- 
ing before the Interstate Commerce Commission, “it Was 
shown that the rates were unreasonable and grossly discrimi- 
natory.” 

While Congress has adjourned and we are, because of 
that fact, prevented from challenging this statement on the 
floor of the House, I believe it still worth while to ask you 
to draw attention sharply to the inaccuracy of Representative 
White’s remark. 

There is only one body competent to say that the rates 
referred to are unreasonable and grossly discriminatory, and 
that body is the Interstate Commerce Commission. The case 
to which Mr. White refers has not been decided. It is still 
before the Commission. He has taken to himself unwar- 
ranted jurisdiction. 

Perhaps Mr. White does not know that, in the first case, 
the inquiry of the Commission into the rates on grain, grain 
products and hay, decided by the Commission in October, 1923, 
the Commission said: 


In all proceedings involving general reduction in rates we have 
to look to the future and exercise our best judgment on the record 
before us. In the former cases reductions and savings in carriers’ 
operating expenses present or in prospect, and prospective increases 
in tonnage, were translated into reductions in rates. The situation 
which now confronts us is more difficult. Despite the fact that the 
last year has been better than the average, from the standpoint of 
tonnage handled, the revenues of the defendants are not shown on 
this record to have been excessive or in violation of law. In fact, 
as stated, carriers of the western group have been and are now 
earning considerably. less than the prescribed return, and apparently 
less than a fair return to which they are entitled under their con- 
stitutional rights, entirely independent of section 15a (transportation 
act). If, as complainants contend, grain, grain products and hay in 
the western group are now bearing more than their proportionate 
share of the transportation burden, the inference is that other com- 
modities are paying less than their fair share. The latter have not 
been pointed out. 


I should be grateful if you may find space in The Traffic 
World for something to remove the impression created by 
Representative White. Mr. White has been unfair not only to 
the railroads, but to the Commission. He and perhaps others 
have forgotten that, in the present case, closed last January, 
the Commission had about 8,000 pages of testimony and 600 
exhibits to consider. Had it been humanly possible for the 
Commission to examine all this mass of material and give its 
decision before Congress adjourned, it would have exceeded 
all previous records in speed. I believe that, in view of the 
pressure likely to be ascribed to political influences, the Com- 
mission has been singularly courageous in going about its 
business deliberately and calmly notwithstanding the clamor 
from those seeking party credit for having “rescued” the 
farmers. 

S. M. Felton, Chairman, 
Western Railways Committee on Public Relations. 
Chicago, June 14, 1924. 


THE TRANSPORTATION INSTITUTE 


Editor The Traffic World: 

Inasmuch as you and I have been so often at odds in re- 
gard to certain transportation policies, it were a shame if I 
did not occasionally acquaint you with the fact that we have 
Some grounds in common, and for that reason I beg to heartily 
commend your very sensible stand taken regarding the Na- 
tional Transportation Institute, in your June 14 issue. You 
have covered the ground so thoroughly and so well, that I can 
Simply say “Amen” to everything you have written on that 
subject. 

I do not know whether it is possible adequately to finance 
an institution of this kind, but I do know that unless it is 
financed in such way as to insure it absolute impartiality that 
it never can command the respect, nor achieve the confidence 
of the entire people in whose interests an institution of this 
kind should be operated. 

When this institution was first formed, I gave the matter 
Some thought; and at that time had a hazy idea that, perhaps, 





if the carriers, through the American Railway Association, 
contributed one-third and the National Industrial Traffic League 
undertook to raise one-third, leaving the other third to be sup- 
plied by the national association of state railroad commis- 
sioners, it might be possible to get such an organization as 
would accomplish the purpose in view. I know that it might 
be claimed that the state railroad commissioners’ national as-° 
sociation would not be entirely impartial as between the ship- 
pers and carriers, but I believe that a man whom they would 
name—and it would be my idea to have each interest name one 
man to operate this institution—would be sufficiently unbiased 
to act as a good balance wheel between the shippers’ repre- 
sentative, on the one hand, and the carriers’ representative, on 
the other. 

These three men could then be left free to work out the 
salvation of the institute along the lines of greatest usefulness, 
and not the lines of least resistance, which seems to have been 
the error into which the original institute fell. It may be 
possible that other and better plans could be suggested, but, to 
my mind, something along this line might be practical, as 
well as economical, and would be worth a trial. 

I do not think that any man connected with the institute 
should draw a salary in excess of $10,000 a year, and his entire 
time should be devoted to the work in hand in acquiring, com- 
piling and publishing the necessary information to make the 
institute of real value to all parties concerned. 

An institute that has all the earmarks of being controlled 
by the transportation companies is a great deal worse than 
no institute at all, and serves no useful purpose except to 
make ridiculous those who contribute to its support. 

J. H. Johnston, Traffic Manager, 
Oklahoma Cottonseed Crushers’ Assn. 
Oklahoma City, Okla., June 17, 1924. 


GOOD RAILROAD SERVICE 
Editor The Traffic World: 

Recently there have been reported in your Open Forum 
two or three cars from the western termini of the trunk lines 
to Pacific coast points which have made twelve days’ time to 
destination. We thought you would be interested in a recent 
car we shipped from our plant at Troy, N. Y., to San Francisco, 
Calif., which we believe made the best time yet recorded. 

This car left Troy, N. Y., at 7:45 p. m. on April 23, 1924, 
was delivered to the D. L. & W. at Binghamton, N. Y., at 
noon on the twenty-fourth, and to the Grand Trunk at the 
Niagara Frontier early morning of the twenty-fifth. The Grand 
Trunk turned the car over to the Santa Fe at Chicago, IIl., 
at 6 p. m. on the twenty-seventh. The car left Chicago the 
same evening and was delivered to the consignee at San 
Francisco, Calif., on May 6, 1924, thirteenth day out of Troy, 
eleventh day out of Niagara Frontier, and ninth day from 
Chicago. 

Manning Abrasive Company, Inc., 
H. N. VanAntwerp, Traffic Manager. 
Troy, N. Y., June 13, 1924. 





Editor The Traffic World: 

We have recently had another excellent example of serv- 
ice rendered through the medium of the Wabash Railroad and 
the U.P. & 8. P. 

We moved from our plant at Niagara Falls the night of 
May 28, Erie car 91137, containing electrodes, for Elmhurst, 
Calif., and we have been advised that the car was ready for 
delivery at Elmhurst the morning of June 6, 1924. 

We consider such service as this worthy of mention and 
are glad to show our appreciation through the columns of 
your paper. 

Acheson Graphite Company, 
Paul Reade, Traffic Manager. 
Niagara Falls, N. Y., June 12, 1924. 





Editor The Traffic World: 

It seems to be in order for shippers to pat the carriers 
on the back for good service and we are pleased to add our bit. 

June 15, 1923, our tank car PTTX 106 left Gull Point, Fia., 
routed L. & N. and S. P., for Richmond, Calif., and was de- 
livered on June 24—nine days in transit. 

Then, again, on April 30, 1924, we forwarded C. P. 124036, 
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routed L, & N., Big Four, N. Y. C. and N. Y. N. H. & H., for 
New Haven. This car arrived New Haven nine days later. 
We have not found as yet anyone who could show any 
better time for carload shipments than these two and we cer- 
tainly think the service rendered at this time by most carriers 
is remarkable. 
Pensacola Tar & Turpentine Co., 


L. M. Chalker, Traffic Manager. 
Gull Point, Fla., June 17, 1924. 


A NOTE OF COMMENDATION 
Editor The Traffic World: 

Just a note of commendation of the excellent editorials 
appearing from time to time in The Traffic World, suggested 
to my mind by your editorial in your May 3 issue, entitled 
“The Traffic World Subsidized.” 

Not by any means can it be said that your editorials unduly 
favor the railroads, but those of us who have grown up with 
the restrictive rate legislation, which has been enacted by 


federal and state authorities during the last several years, owe ’ 


much to your editorials, which we always find fearless and 
impartial, and, in my particular instance, have many times 
proved helpful in m work. 

The Traffic World has become indispensable to those of 
us engaged in work before the commissions and courts relating 
to the regulation of public service corporations, and I, there- 
fore feel that it is due ou for me to express my appreciation of 
your good work. 

C. W. Durbrow, Attorney at Law. 

San Francisco, Calif., June 10, 1924. 


RAILWAY SUPPLY PURCHASES 


Class I railroads in 1923 purchased directly from the industries 
of the country fuel, materials, and supplies to the value of $1,783,- 
703,000, R. H. Aishton, president of the American Railway Asso- 
ciation told the fifth annual convention of railway purchasing 
agents at Atlantic City, June 16. 

“Most of this,” said Mr. Aishton, “went into the operation 
and maintenance of the railroads and only a small part of it 
went into the capital expenditures for equipment and additional 
facilities, for which in 1923 there was actually paid $1,059,000,000, 
a large part of that sum being for lump-sum contracts which 
included both labor and materials.” 

Of the total amount, $617,800,000 was expended for fuel, 
Mr. Aishton. said, or about one-third of the total expenditure. 
More than twenty-eight per cent of the total amount of bitum- 
inous coal produced in the United States in 1923 was purchased 
by the railroads at a cost of $519,007,000, while they also pur- 
chased 5.2 per cent of the total anthracite production at a cost 
of $18,195,000. Fuel oil amounting to $75,867,000 and consisting 
of about one-fifth of the total production and consumption in the 
United States was also purchased by the railroads while $4,731,- 
000 was expended for other kinds of fuel such as coke and 
gasoline. These amounts represent expenditures on account 
of fuel for all puproses, whether for locomotives, shops or the 
heating of buildings. 

Mr. Aishton also told the convention that the railroads in 
1923 purchased fifteen per cent of all the forest products of 
the country for which the carriers paid $232,511,000. The 
purchase of cross ties was responsible for $124,743,000 or more 
than half the total. Other timber and lumber purchased cost 
$99,798;000, while $7,970,000 was paid for other forest prod- 
ucts such as poles and posts 

Iron and steel products to the value of $464,955,000 were 
purchased by the carriers last year, which included expenditures 
for steel rail alone of $80,965,000. The balance, $383,990,000, was 
paid for such articles as iron and steel castings, structual iron 
and steel, and the many other articles of these materials needed 
in railway operation. Figures are not available as to the pro- 
duction of steel rail in 1923, he said, but assuming the produc- 
tion in that year to have been approximately that of 1922, it 
would appear that the railroads in 1923 purchased about eighty- 
seven per cent of the output. 

For other material, the railroads in 1923 purchased: 


Copper, zinc, lead, babbit, etc., to the value of ............ $57,245,000 
Lubricating oil and grease amounting to..............0..05- 15,678,000 
Coenees Ge CO WHI OF is ce oon: crab bar aGetes icc écicdccdsmedocgs 6,120,000 


For other materials such as ballast of all kinds, groceries, 
meat, canned goods, supplies of various kinds, brooms, matches, 
pencils, typewriters, paper, etc., $344,394,000 were expended. 

“These purchases,” said Mr. Aishton, “should not be con- 
fused with amounts charged to operating expenses in 1923, as 
the latter would cover not only certain purchases, but would 
include materials and supplies withdrawn from storage. It 
should also be borne in mind that these figures do not take 
into account materials and supplies purchased indirectly for the 
railways through contracts for railway construction. Were it 
possible to include such indirect purchases with those made 
directly by the railroads, the amounts presented in this com- 
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pilation would be increased perceptibly. Particularly would that: 


be true in the case of cement, lumber, steel and other materials 
utilized in the construction of railway equipment and buildings 
a large portion of which are constructed by outside contractors” 


CHICAGO LOADING RULES 


Protestant’s testimony, complaining of the proposed cancel- 
lation of free loading and unloading rules at Chicago, was cop. 
tinued in the hearing on I. and S. 2140, before Examiner Pyne 
at Chicago, June 13 and 14. ’ 

Frank A. Larish, counsel for paper receivers at Chicago 
called a number of witnesses, who testified as to the inadequacy 
of team track facilities on the different lines. R. H. King 
superintendant of the Chicago Carthage Company, J. C. B. Johns, 
of the Forbes-Curtis Company, J. O’Neil, traffic mdnager of the 
Hearld-Examiner, were called to the stand, after which Mr, 
Larish waived, calling several other to testify to the same effect. 

Joseph F. Dougherty, traffic manager of the Paper Mills 
Company, taking the stand, referred to testimony entered by 
E. Morris to the effect that certain orders and decisions of the 
Commission were the reasons for publishing the tariffs now 
under suspension. Mr. Dougherty pointed out that I. C. C. 965, 
to which the respondents referred, dealt with L. C. L. freight, 
which was not involved in the present case, and, therefore an 
unfair comparison. It was also contended by Mr. Dougherty 
that figures given by the different local agents to show cars 
handled indicated that more cars might be handled through the 
freight houses and, therefore, that their crowded condition 
was not necessarily the reason for attempting to shift more of 
the traffic to the team tracks. 

A. Q. Davies, for the fruit and vegtable shippers and the 
Chicago Produce Club, pointed out one trouble with the cancel- 
lation, tending to show that the carriers would not actually save 
themselves work, because a large amount of fresh Vegetables 
move on package rates and have to be handled and examined 
to check the shipments and to assess charges against them. He 
testified as to the difficulties experienced with labor on the 
team tracks, tending to show that it was difficult to get fresh 
fruits and vegetables unloaded in proper time. 

Rudolph Chapanski, of the New Century Freight Audit 
Company, entered statistics to show that the increase in rates 
amounted to a burden that the shippers could little afford. 


Edward G. Davies, of E. G. Davies Company, and repre 
sentative of fruit and vegetable growers, made a statement of 
general dissatisfaction, not only with the rate involved, but 
with all rates, the railroads, the Commission and its decisions. 
Before he had gone very far, J. A. Ronan, counsel for the fruit 
and vegetable interests, expressed his disapproval and offered 
to have Mr. Davies’s testimony stricken from the record. After 
counsel’s statement, the witness said little more and, shortly, 
left the stand. 


SOUTHEAST ADVISORY BOARD 


At the first annual meeting of the Southeast Shippers Re 
gional Advisory Board, at Atlanta, June 10, it-was voted to follow 
the policy of other boards in making every effort to induce the 
public to buy and shippers to ship early so that the prospective 
heavy traffic in the fall may be handled successfully. 

Reports made by the various commodity committees showed 
that business in the Southern states was good and that freight 
traffic was moving without difficulty, with no car shortages 
being reported. 


James A. Emery, general counsel of the National Manufac- 
turers Association, was the principal speaker. He praised the 
idea of the regional advisory boards and said they were threaten- 
ing to transform the relationship between carrier and shipper 
from an issue of politics into a practical problem in local econom- 
ics.” He decried the large amount of national legislation pro- 
posed and warned of the dangers of government ownership. 

Lincoln Green, assistant to the president of the Southern 
Railroad, spoke on “Cheaper Transportation.” He said the 
roads performed their greatest achievement in 1923 and at the 
same time reduced the cost to the shipper by approximately 
eight hundred million dollars. He said regulation would not 
reduce the cost of transportation. 

M. J. Gormley, chairman of the car service division of the 
A. R. A., told of results being obtained by regional advisory 
boards in other districts. 

Thomas J. Burke, commissioner of the Charleston Traffic 
Bureau, was elected secretary of the board, to take the place of 
A. S. Lucas, who resigned to become general agent of the Missis- 
sippi Central. 


NEBRASKA LIVE STOCK CASE 
The Commission has modified its findings in the Nebraska 
Live Stock case, Docket No. 13273, to provide for the estab 
lishment of the rates for the future to become effective 
or before August 10, on thirty days’ notice, instead of July 20. 
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CANADA EXPRESS STATISTICS 


A summary of the statistics of the express companies of 
Canada for 1923 has just been issued. The report notes that 
the express business over the lines of the Canadian National 
Railways, formerly handled by the Canadian National Express 
Company, was handled by the Canadian National Railway as a 
department of the railway operation, and the revenues, expenses 
etc., for 1923, are included with the railway accounts. The 
gross operating revenues for the Canadian National shown in 
the report for this year are the gross revenues of the express 
department and are included only for purposes of comparison. 
Consequently, the other totals for Canada will not be compar- 
able with those of previous years. The data for the American 
Railway Express Company pertains only to the Canadian invest- 
ments and business. 

The Canadian National annual statement had the following 
regarding the express department: 


This service is now carried by the railway itself instead of by 
the express company. Economies and other advantages have resulted 
from the change. The gross express receipts and expenses of the 
express department are included in the system’s revenue and ex- 
pense accounts, whereas, generally, other railways show only the net 
earnings earned by transporting express matter. The operations of 
the express department present a large and fruitful field which merits 
a progressive and aggressive policy. It is the intention of the com- 
pany during the coming year to expand the activities of the express 
department into foreign fields, not only with the view of securing a 
large volume of traffic, but also in the provision of travelers’ 
cheques and various other financial arrangements necessary to the 
comfort and welfare of tourists. 


=————eelllEEIEeaea=aaBnBhnDmDanaaE_eloooo—eEEEEEESESESESESSESESESSESEEEE_SSSSSSS 


THE TRAFFIC WORLD 


1581 


The express revenue of the Canadian National is given as 
$13,654,710, as compared with $13,245,184 for 1922; and under 
the heading, “Expenses,” $6,404,470 is charged to “express serv- 
ice,” as compared with $6,202,856 in 1922. In another portion 
of the report, under “Express Department,” the following par- 
ticulars are given: 


Number of officers and eCMployes..,.....crccsvveceesvcccscvccs 3,255 
Wages paid during the year...........ceseeeees ae Se gr ee $4,406,503 
Capital expenditures during the year.........seseeeeeenveees 141,543 


Some of the business handled by the Canadian National in 
the year included fruit, over thirty million pounds; fish, over 
forty-seven million pounds. 


The following figures are exclusive of the Canadian Na- 
tional, except where otherwise indicated. Where they refer to 
that system, they do not appear to correspond exactly with 
those in the Canadian National annual report. 


Gross earnings for all Canadian companies in 1923 (includ- 
ing Canadian National), $27,625,700, as compared with $28,697,332 


in 1922; operating expenses (not including Canadian National), 
$13,626,618. 


The number of express offices was as follows: American 
Railway, 173; British American, 13; Central Canada, 18; Domin- 
ion Express (C. P. R.), 1,554. The mileage operated was as 
follows: American Railway, 2,785; British American, 414; 
Canada Central, 764; Dominion, 31,190. 


Other particulars follow: 


CAPITAL 
INVESTMENTS IN LAND, BUILDINGS AND EQUIPMENT 





American British- 

Railway American 
Bands and Timings: -o 0504.00 3 ceicisis Sees 393.06 dobde temas s 
SES TUNONNN a 651d odie cents and 3Shs ate wm Gta ois 94,712.34 x 396.12 
0S RE es Sg Rag See ee SEA 95,105.40 396.12 
Gross Receipts from Operation 2,334,732.39 31,232.85 
BEDTCOS PSPWONOE 66 6c César eNotes 1.038.82 15,616.47 
Gperating HOVORUGS. ..ccccccccsscvesonce 633,693.57 15,616.38 
Wpcrating FORMORSCS oo ccos cca vcesicivens 598,571.72 11,198.95 
Net Operating Revenues .......... oeee 35,121.85 4,417.43 
Net Revenues from Outside OperationS .........0.. se eeeveeeseeess 
OCG INGE TOWED occ pieticcsecacetimes 35,121.85 4,417.43 
ES A ne a wale apis 0-4 eco on aielemiarne 14,724.44 181.44 
MORAC ine TEN he's occ cede bec te ctswene 20,397.41 4,235.99 
SY - CE ee cw oiclee renee es” 0 Same be 68.26 
Gross Corporate Income ..........+.se0. 20,397.41 4,304.25 


Canadian 
Central National Ry. 
Canada Dominion Total (Express Dept.) 
<¥inewraamiieaa $ 330,046.42 $ 330.439.48 So giek aalemnataivate 
$ 1,198.67 1,061,717.03 1,158,024.16 oepbaiecwudta aatins 
1,198.67 1,391,763.45 ,488,463.64 scounahait-atitns 
83,725.51 12,176,927.55 14,626,619.30 $12,999,082.11 
41,874.3 6,518,108.57 8,276,638.21 SSE oe 2 
41,851.13 5,658,818.98 6,349,980.09 
27,863.69 6,175,674.73 6,813,309.09 a 
13,987.47 Dr. 516,855.75 Dr. 463,329.00 ae'bae Sigaie® 
Mpa PAE 36,418.81 36,418.81 wineys dentine atte 
13,987.47 Dr. 480,436.94 Dr. 426,910.19 Re ee Se 
1,416.22 105,590.53 121,912.63 Paley 
12,571.25 Dr. 586,027.47 DE Seen | -e abksecces Same 
«otc eee aad 37,342.41 9), - wateemins on wine 
12,571.25 Dr. 548,685.06 Dr. 511,412.15 é 


OPERATING REVENUES 
REVENUE FROM TRANSPORTATION 


Express REV@GNUC ..ccccccsseccvcccscves 2,245,253.56 





81,413.83 








31,232.85 11,805,029.24 14,162,929.48 12,726,479.92 
Miscellaneous Transportation .......... seccceesers Sick bees See e 2,311.68 40,751.52 43,063.20 135.00 
Moncey Orden, 2ItOGe: 6 ociiice evinswes! seleeewenes Ldieniccetcdnss 125,344.53 125,344.53 95,687.82 
Money: Orders: POC M i 06 si0:4 so cvicreble sis de 6 Hesdiale owes see0'Ss4e 27,041.08 27,041.08 aasoghign wees 
TRAVCIETS COO. LISUNOBEIS oie cic} chine wah amedeees aCe a 11,546.85 11,546.84 2,697.55 
Travelers CGGEe. UGE: 0560 cid di snc ds), eo 000ecdaee ees 4,920.39 4,920.39 0 0 00s.c ces esges 
RR Wii Ms Sink cs of d-w so hina ch pine. Aces -.. dvciseirintene 4B 120,163.90 120,163.90 149,968.94 
ee ete eee re 2,439.77 439. 132.08 
Diker Pins SeeOCD.J5...c..25) Go cbbebeiee |” scasedweweccaw > cnaamunpieneteueat 19,691.40 19,691.40 5,649.89 
Miscellaneous Revenues .......-....++- 89,478.83 ee Sere i“ debe veeuaeds AES 89,478.83 13,060.72 
OPERATING EXPENSES 

DENUONO RN nie. att g oth ste bwnans engine) 55,666.16 . ss arti e endl 133.18 198,497.00 254,296.34 oio'ebd.0be 
RP eae i> atari ep eee 2,213.01 1,114.30 491.83 106,393.72 110,212.86 Ss tinetie eee 
VONSPOVUMEIONT. Woda dd dec ih os casekes 471,124.71 6,274.21 25,482.67 5,374,224.99 5,877,106.58 eidebys aaicSenu 

eral: ° .pagsayes sk Coe ccna 03s nab w eb BH 69,567.84 3,810.44 1,756.01 496,559.02 571,693.31 évcoheoeaegesea 

TAXES 
etal AWMOWRE 3.06 se. Belew. ce So noe dawan 14,724.44 181.44 1,416.22 105,590.53 121,912.63 
FINANCIAL PAPER 

Money Orders, Domestic .......:..... leg? Soca ee 27,994,598.76 27,994,598.76 
Money ‘Orders, Wrenn <iei5s0 cavicieccctsies:) ctisecblceees 1,507,498.58 1,507,498.58 
Travelern’ CROCKE, SIOMIOBUICG 0 oicccrssccs . svcvtwecece 1,028,530.00 1,028,530.00 
EAVOIEIE SOON, TOTUNEL, occ e cecoceess. ecccbadects 521,090.00 ,090.00 
a OO. FR Nts Lotack as sie eu ci ts lee: Sad. 8,608,844.15 8,608,844.15 
STAVE “SION 5 4.60.6 <0 o-dvysd others 60 laledee> 180,947.82 180,947. 

GE Nes aes nae oo Shas one died era a os code hate Sh é 439,922.47 439,922.47 
| Sy PEL Se OO ORRIN HAN is : 40, 281,431.78 40,281, 431.78 
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DUTY ON RAILWAY TARIFFS 


The Trafic World Ottawa Bureau 


Represertatives of the Montreal Board of Trade and the 
railways met the Minister of Customs at Montreal on Monday, 
and a satisfactory arrangement was made regarding the duty 
on small railway tariffs from the United States. Hereafter: they 
Will be distributed without delay, and some means devised 
for convenient payment of the duty in Montreal, 

_ Under the former arrangement, where packages of Amer- 
an railway tariffs weighing half a pound or more were received 
addressed to individuals in Montreal they could, on notifica- 
tion, pay the duty and get the packages; but the great majority 


+ 


of the tariffs are in sheet form and weigh only a few ounces. 
These were forwarded to Montreal and weighed for duty in large 
bundles, while, instead of notifying individual addresses, the 
customs department notified the senders that these bundles of 
individual tariffs were held for so much duty, and unless the 
amount was prepaid they would be held undistributed for six 
months and then sold as junk. It was pointed-out that these 
sheet tariffs were often even more important than the bulkier 
ones, and the individual addressees were quite ready to pay the 
duty and get their packages, as it was vitally important for the 


railways and shipping interests to have the tariffs as speedily 
as possible. 


The fact that it costs about seven cents to collect one 
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cent duty on these small packages induced the post office cus- 
toms officials to try to solve the problem by asking the Amer- 
ican railways to do the work for them and prepay the duty, 
which the latter do not care to do. Under the old arrangements 
these small packages had been considered non-dutiable, but 
some official had this practice stopped. The Minister of Cus- 
some official had this practice stopped. 


CANADIAN CAR LOADING 


Car loading in Canada for the week ended June 7 again 
showed a small increase over the previous week of 176 cars. 
Grain declined in the east 1,202 cars, ore increased 632 cars, and 
coal lumber, pulpwood, and miscellaneous freight also increased. 
In the west grain loading showed little change; lumber, forest 
products, merchandise and miscellaneous all contributed to a 
net increase of 447 cars. Compared with the corresponding 
week last year there was an increase of 5,299 cars, all in the 
western division, the eastern division showing a slight decline. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS ° 


Eastern Canada 
For the week ended 
1924 


























May 24 May3l1 June7 
Commodity Cars Cars Cars 
Grain and. grain products................000. 3,464 4,257 3,055 
RR ak a ond 9 6S we Oe 9 A cg > 91 Wa wipes BA 1,152 1,226 1,100 
BD COCO sa Vere ece eens Petes ss ccks ote deh bbcombe 3,570 4,165 4,273 
Ce bo eA BOA GE Gn citld BEA Sows vei ccbaeeeda Vea 155 256 176 
NN 5 alia siag oo 6 Wc elee Ves tuble. dune ctGQeaente 2,689 2,848 2,940 
is odie 4 ole tienhile-a's.6 soe sewer os 2,109 1,997 2,104 
I a I 55d Zi 00.0 0:4, 6.5 0ib 60-00. sre tin. foals 1,941 1,855 1,818 
SY EE PUNAROOD 6.0 vice ciscesvoveiesecere 1,023 1,135 1,257 
RED ea Milne oie fines o's: 6.9:0'6 Ow bo nee 629 801 1,433 
IN Bt Et, Tens o'p 6 ves bev hs cenegree ce es 10,523 11,789 11,562 
I ie tin wae 6.4 hig alee eae a 9,785 9,599 9,939 
rT i ER -. . <cig.ee tag 6.00.6 0Ke bale 690% 37,031 39,928 29,657 
Total cars rec’d from connections........ 28,988 27,603 26,168 

Total cars loaded for corresponding week, 
Dna naceac ew anes een Sep. es coemteheeen 37,087 40,465 39,856 

Western Canada 

Grain and grain products .........cccccencece 5,701 7,490 7,552 
EEA ga. Sis'4 0 co'e AO bcs 8 © bape t & 0:8 6 0/6o.S are ee ene es « 1,000 1,202 1,031 
SE Rly Bild 6 ot 60 5.05 ca eds Rhee 2 9.0 Seems eeqews 587 667 700 
TR eRe Link Ln aa aaa 40's 0.g vee eee sale deseas re 
IOS TT Aca i.5 b ct anc atin ere’ e'e <.ca ie Sar ea eee ee 1,289 991 1,024 
ES Scalar is iad sci eve avaicve 8 oaiee Ries Kemaeene 95 100 91 
IEE AES AE PSE EE PS SE 57 126 99 
SOE «=P POMUOEE. oc ccs ccccccengeacas 66 992 1,265 1,379 
RS ahs clas metisies Ga 4:0 5.4/6 00.0 a 40 petro oe 459 461 513 
i Ca Ge Me dees v.6.0-0'004e + 86 eee Oe 3,623 3,740 3,966 
I cock. ocd 64:9 606 Ripe eH o:9 40.0.0 0.9 eeee aiiwen 2,465 2,680 2,814 
a ee er ee 16,218 18,722 19,169 
Total cars rec’d from connections........ 2,304 2,184 2,118 

Total cars loaded for corresponding week, 
PEG M ee Ras © owed e Ob x ree Wore elnee 12,961 14,019 13,671 

_ Total for Canada 

Grain and grain products ..........cssceeees 9,165 11,747 10,607 
LE Nideiw s5:0:4-04 Few RSE 8 000: 0:00e RE Se KE 2,152 2,428 2,131 
ET Mal entnn 89 64 Vile & Sere ieee ks ves ieee aeons 4,157 4,832 4,973 
Rola alent sas PERECEN US 34866 be eka tenaee 155 256 176 
ES in nd deals 6's och Celie os 0 cow ae one ce 3,928 3,859 3,964 
a cab hs 6.4 Gaba eps «Ait Sis cess aces peg. 2,204 2,097 2,195 
EE, IN ooo dic gSCN Og pe ees b:d.0ce so emese ine 1,998 1,981 1,917 
GPE UNG PROGUGED ocean ccc ccc ccecccseces 2,015 2,400 2,636 
SN MN AGG done bkaw.5 660i t's ws.6 weseoe @evic weet eee *1,088 1,262 1,946 
NE Bide dca bc. Ca woce-e Pe eredig uw adda 14,146 15,529 15,528 
NE oak dy ghalcards.6 VOC% e Kee eawen ee 12,250 12,279 12,753 
ee RS error eer eee bia hanteeas 53,258 58.650 58,826 
Total cars rec’d from connections....... $1,292 29,787 28,256 

Total cars loaded for corresponding week, 
BE Wawa cece dUs ES FADS cob ode eee ce he cc nes, CONS 54,484 53,527 
Cumulative loading to date—1924 ........cccccccccecccceccers 1,225,803 
GREER TSP rete eee eee ee 1,120,565 

*Revised. 


GOVERNMENT SERVICE ESTIMATES 


The Trafic World Ottawa Bureau 


A committee has been formed in Parliament to examine the 
estimates and other particulars of the Canadian National -Rail- 
ways and Canadian Government Merchant Marine. It is said 
to be intended as a link between Parliament and the manage- 
ment of the national systems. It held its first formal meeting 
this week, when Sir Henry Thornton was called before it. 
The chairman, in opening the meeting, said there was no desire 
to make the committee’s work of an inquisitorial nature nor 
to do anything that might render the conducting of the na- 
tional utilities more difficult. For the present, its proceedings 
would be largely experimental. 

Sir Henry Thornton first. took up the Canadian Government 
Merchant Marine, explaining the balance sheet and financial 
statement. He explained some of the disabilities under which 
the system was operating, due in part to world-wide conditions 
in the shipping industry, and partly to the peculiarly unsuitable 
nature of many of the ships in the government fleet. 


The service to the United Kingdom had involved a loss 


of $514,000; on the Australian service, loss, $330,000; to the 
Orient, $172,900; to Bermuda and Nassau, $153,000. On one 
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voyage to India there was a loss of $73,400. The West India 
freight service to- Barbados and Trinidad made a profit of $68,- 
180, and that to Newfoundland, $40,000. The chartering of 
ships, including those on the Great Lakes, made a profit of 
$128,000. None of the voyages from Vancouver via Panama to 
Great Britain with wheat and other cargo is included in the 
statement submitted, but Sir Henry said they were, generally 
speaking, pretty satisfactory, and the service was one of con- 
siderable promise. 

He promised to pick out certain typical voyages in different 
services and give detailed information regarding them. Re. 
ferring to the cattle trade, he said the capital charge for fitting 
up the ships for that trade was $7,000 on an amortization of 
ten years. The cost of carrying the cattle came to $17.48 a 
head, and the rate received was $20, which was not remunera- 
tive. The 8,400-ton type ships are those being used and they 
accommodate 233 cattle on each. 

There was much discussion in the committee as to the 
possibilities of the chilled meat trade for Canada and its fleet, 
and it was suggested that three or four special ships with 
proper refrigeration should be built especially for the trade. 

Sir Henry thought the West Indies offered the best field for 
the Canadian Merchant marine to develop. 


HUDSON BAY RAILWAY 


The Trafic World Ottawa Burcan 


A further report on the Hudson Bay Railway has been 
brought down in Parliament at the request of western members 
who were dissatisfied with the first report of D. W. McLachlan, 
formerly chief engineer at Port Nelson and now engineer for 
the St. Lawrence deep waterways project. This report is by 
McLachlan also, and it was expected that it would controvert 
some of the statements in the previous report. It does so 
only to a limited extent. Much of the report consists of figures 
showing how much more costly it would be to ship via the Hud- 
son Bay than by Great Lakes and St. Lawrence. He shortens 
all previous estimates of the shipping season to two months, 
condemns the route as a grain route, but suggests that it might 
be used for other traffic. The report says: 


Though I am not asked to outline a policy for the government 
in regard to the Hudson Bay Railway, I feel that even though it 
should be abandoned as a grain handling proposition, it could be 
made to serve a very useful purpose bv a short extension from the 
present rail head at Kettle Rapids to the head of navigation on the 
Nelson River, a distance of 43 miles. 


In a report of February 6, 1923, after reviewing much data 
on other routes, he remarks: 


Development of the Vancouver route would only reduce transport 
costs while railway rates are above normal, and when the St. Law- 
rence Deep Waterway is built it will be put out of commission com- 
pletely. It also shows that as a grain route the Hudson Bay is of 
no value to western Canada. However, the writer believes that the 
route can be made of value as a back door entrance in a military 
sense, and it should be navigated to the head of stern-whee! navi- 
gation on Nelson River, 50 miles south of Port Nelson. 


2 


CHARGES NOT SUSTAINED 


The report on the investigation into the charges made by 
Senator Taylor against the management of the Canadian Na- 
tional Railways and the Canadian merchant marine at the Pa- 
cific coast has been laid on the table of the Senate. It was 
made by R. H. Temple, legal counsel of the Canadian National, 
at Winnipeg. The report is that there was no reasonable evi- 
dence proving the allegations. 

_ The charges investigated were that Captain Boyd, of the 
“Canadian Farmer,” was dismissed as the result of a con- 
spiracy; that there was bootlegging in the government ships; 
and that there was fraud against the underwriters in connec- 
tion with the dry docking of the ship at Prince Rupert. The 
investigation has been. going on since early in March. There 
were also charges against the purchasing agent at Vancouver 
of taking illegal commissions, and numerous other petty charges. 


CANADIAN CUSTOMS AT NEW YORK 


The long expected appointment of a Canadian customs offi- 
cer at New York to supervise the transshipment of goods in 
bond from the Atlantic coast of Canada to the Pacific, or vice 
versa, has been made. Edgar Dayboll, an official of the Depart- 
ment of Customs at Ottawa, has left for New York to take 
up his duties. 

Up to the present the view of the department has been 
that there has not been sufficient demand to make the appoint- 
ment necessary, and it was suggested that an officer be sent 
from Ottawa as occasion required. It is now understood that 
the officer just appointed will remain at New York so long as 
the traffic warrants his presence. 

In the matter of cargoes shipped from, say, Montreal to 
Vancouver via New York, the cargo not being broken at any 
American point, the services of the officer will, of course, not 
be necessary; but where goods are transferred to another ves- 
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PORT OF HOUSTON 


Passenger Service Through The Port of Houston is Developed 


















1 AES ee OS Oe oe ae ec) a ee am ee Tee ee eT 

=} 

’ The French Line 8.S. “Lafayette” passing the new Ten Million Dollar power plant of the Houston Lighting & Power Company. 

r 

y The Port of Houston inasmuch as it is such a young Port has developed—First from a cargo standpoint, but already certain different lines of 
t passenger transportation have started. 

0 The first regular passenger service to be opened from the Port of Houston was that ef the Ocean Line, Wilkins & Biehl, Agents, and was inaugu- 
Sg rated in December, 1922. The passenger vessels “Schleswig-Holstein,”—“Nord-Schleswig,”—“Nord-Friesland,” and others of this service since 


that time have been operating between Houston and Hamburg and Bremen. 
The North German Lloyd has started its service te the Gulf, regular service between Houston and Bremen, Germany. 


The Compagnie Generale Trans-Atlantique (French Line) regular passenger service between the American Gulf Ports and France, which has 
previously operated from New Orleans, will have regular sailing direct from the Port of Houston, starting in August. 


Numerous other lines to inaugurate passenger service from the Port of Houston. 
Any information as to passenger service will be gladly furnished upon inquiry. 


Address DIRECTOR OF THE PORT, 5th Floor, Court House, Houston, Texas. 
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- Hailed as the greatest advance in travel 
n- luxury since the Pullman car, Illinois 
he Central’s new Salon-Buffet Car offers the 


ny utmost refinement in overnight comfort. 


ro Luncheon served after 9:30 P. M., also 
——— Ny a varied breakfast menu in the Salon- 


by Buffet. Commodious round table for 
a friendly group —a distinctive feature. 
7 a Spacious shower bath, with dressing 
1-4 room, valet, telephone and many other 
~ novel appointments. 

* The same high standard governs all 
on equipment of the Diamond Special—the 
Sic finest overnight train in the world. 






~ th! : e ) mm! oS “ibd N Leave Chicago 11:30 P. M. (train ready 
“i J ie ° ? : 9:30 P.M.) Arrive St. Louis 7:23 A.M. 
ver 
eS. For reservations, fares and Travel Information 
booklet, ask 
-" J. V. LANIGAN, General Passenger Agent 
ag Room 502 Central Station, Chicago 
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sel at New York, or are shipped by rail from Canada to New 
York and there loaded on a vessel and sent on to their destina- 
tion on the Pacific coast, it would be necessary to have a 
Canadian officer to supervise transshipments and send copies 
of manifests to Vancouver. 

The delay in taking action in the appointment of an officer 
has apparently been largely due to complaints from the Cana- 
diann National and Canadian Pacific railways that any encour- 
agement to this water movement would cut into them badly, 
coming at the same time as demands for reduced rail rates 
are being pressed; but recently there have been several lines 
sending ships in this intercoastal trade, and there has been 
a considerable increase in the traffic. 


CANADIAN SURCHARGE 


The rate of exchange in connection with shipments of 
freight between points in Canada and the United States from 
June 15 to 30, inclusive, will be one and eleven-sixteenths per 
cent, and the surcharge on said traffic will be one per cent. 
The rate of surcharge on international passenger business for 
the same period will be based on two per cent exchange. 


CANADIAN RAILWAY EARNINGS 


The gross earnings of the Canadian National Railways for 
the week ending June 7 were $4,302,203, a decrease of $274,148 
from the corresponding period of last year. The earnings. of 
the Canadian Pacific for the same period were $3,248,000, an 
increase of $59,000. na 


CANADIAN NATIONAL GRAIN LOADING 


From September 1 to June 12 the Canadian National loaded 
153,287 cars of grain on western lines, containing 206,531,000 
bushels. Of this number, 16,423 were delivered at Vancouver. 
This required 2,565 trains of sixty cars each. The above load- 
ings show an increase over last year of 33,664 cars and 47,- 
625,000 bushels. The deliveries at Vancouver are over four 
times those of last year. 


FINANCE APPLICATIONS 


The Florida, Western & Northern Railroad Company has 
applied to the Commission for approval of the issue of $5,000 par 
value of capital stock; the issue of up to 10,000 shares of capital 
stock having no nominal or par value for rights of way and other 
valuable assets at the fair value of $100 per share; the issue of 
$7,000,000 of first mortgage sinking fund 7 per cent gold bonds, 
series A, and the execution of a mortgage covering all of ap- 
plicant’s lines of railroad to be constructed or acquired by ap- 
plicant to secure the bonds and such other bonds as may be 
issued thereunder, and the assumption of the obligations and 
liabilities set forth in said first mortgage. The company said 
the purposes of the transaction proposed above were the acquisi- 
tion and/or construction of applicant’s proposed lines of-railroad, 
consisting of approximately 238 miles of main line track in 
Florida. The $7,000,000 of bonds have been sold, subject to the 
approval of the Commission, to Dillon, Read & Company, at 92%. 

At the same time the Seaboard Air Line Railway Company 
filed an application under paragraph 2 of section 5 and under 
section 20a of the interstate commerce act for approval and 
authorization of the acquisition by it of control, under lease, and 
by acquisition of stock, of the railroad and other properties of 
the Florida, Western & Northern, and for an order authorizing 
the assumption and payment of obligations and liabilities aris- 
ing out of and incident to such acquistion of control. The Sea- 
board asked authority to guarantee $7,000,000 bond issue and 
assume other obligations. It said it proposed to acquire all the 
capital stock of the Florida, Western & Northern. 

The Carolina, Clinchfield & Ohio Railway has applied for 
authority to issue $1,000,000 of 5 per cent equipment trust certifi- 
cates in connection with the acquisition of 20 freight locomotives, 
at a total purchase price of $1,458,000. The certificates are to be 
sold to Blair & Co., Inc., of New York, at 96 per cent of the 
principal amount with accrued dividends, subject to the approval 
of the Commission. 

John Skelton Williams, receiver of the Georgia & Florida 
Railway, has applied to the Commission for authority to ac- 
quire control, by lease and purchase of capital stock, of the 
Statesboro Northern Railway. The applicant said the States- 
boro Northern had no equipment by means of which it could 
perform the service of a common carrier but that it had a 
line of railroad 40 miles in length connecting with the Georgia 
& Florida at Stevens Crossings, Ga., so that the applicant 
could conveniently and economically operate the line as a 
part of its system. The line formerly was operated as a part 
of the Midland Railway, which has discontinued operation. 
The applicant said the consideration agreed upon was the par 
value of the stock, $18,500, but that the receiver of the Mid- 
land Railway was indebted to the applicant in the sum of 
$21,508, and that the applicant would not be required actually 
to expend any money in the purchase of the stock but would 
collect an old debt due from the receiver of the Midland. 
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The Trans Florida Central Railroad Company has applied 
for authority to acquire the Fellsmere Railroad property in 
St. Lucie County, Fla., now owned by the Standard Agricultura] 
Chemical Corporation. The applicant said there would be 
only a nominal change of ownership and no changes in the 
management or operations of the railroad. 

The Mobile & Ohio Railroad Company has applied for au. 
thority to abandon 4.73 miles of line in Mobile county, Alabama, 
extending from Delchamps to Alabama Port, Ala., including a 
spur. The company said when the line was built it was ex. 
pected that a port would be developed and fish and oyster 
canning industries established, but that there.had been no such 
hay nasi and that there was practically no traffic over the 

ne. 

The Roanoke Railway Company has applied for permission 
to abandon that part of its line between Brunswick and Horners 
Va., a distance of 84% miles, because of exhaustion of the tim. 
ber supply in the region reached by the line. 

The Arcade & Attica Railroad Corporation has applied for 
authority to issue $74,000 of 6 per cent first mortgage gold 
coupon bonds and to exchange $39,000 of the bonds for a like 
amount of first mortgage bonds now outstanding. 

The Virginian. Railway Company has applied to the Com. 
mission for authority to pledge $4,500,000 of first mortgage 5 
percent 50-year gold bonds, dated May 1, 1912, and $1,500,000 
of similar bonds dated March 1, 1922, to secure the repayment 
to the National City Bank of New York of $4,000,000. The loan 
was made to enable the applicant to settle obligations to the 
government, 

The St. Louis Southwestern Railway Company has applied 
for authority to issue nominally $1,460,881.38 of first terminal 
and unifying mortgage gold bonds, to reimburse partially the 
applicant for expenditures made. and advanced in the year 
ended December 31, 19238, for improvements, additions and per- 
manent betterments and for construction or acquisition of 
additional track, structures and terminal facilities. The com- 
pany said the bonds would be retained in its treasury until 
further application to an order of the Commission. 

The Oklahoma City-Ada-Atoka Railway Company has ap- 
plied for approval and authorization of the lease of a line 
of railway of the Oklahoma City-Shawnee Interurban Railway 
Company, extending from Oklahoma City to Shawnee, Okla, 
a distance of approximately 34 miles. The company said 
authorization of the lease would allow it to enter Oklahoma 
City and connect a large territory south and east of Oklahoma 
City with that trade center and would materially shorten the 
time in which property and passengers could be transported 
between Oklahoma City and that territory. 

The Maryland and Delaware Coast Railway Company has 
applied to the Commission for authority to issue its capital 
stock, consisting of 17,500 shares without nomial or par value, 
and to place upon its property a mortgage securing an issue 
of $350,000 of 6 per cent bonds and for authority to sell $300,000 
of said bonds. The company said it proposed to issue the 
stock as part payment for the railroad extending from Denton, 
Md., to Lewes, Del. The proceeds from the sale of the bonds 
will be used to pay the balance of the purchase money for 
the railroad and for the purpose of placing the road in good 
physical condition, for purchasing necessary equipment and 
furnishing working capital. The applicant company acquired 
the line of the old Maryland, Delaware & Virginia Railway 
Company, between the points set forth. 


In a supplemental application the Interstate Railroad Com- 
pany has applied for authority to issue $360,000 of capital stock, 
to be sold for cash, at par, to the Virginia Coal & Iron Co., and 
to be issued from time to time in amounts of $40,000, semi- 
annually from July 1, 1924, to July 1, 1928, inclusive, the pro- 
ceeds to be used for the purpose of paying semi-annually at 
maturity equipment trust certificates issued heretofore in col- 
nection with the acquisition of 1,000 55-ton steel coal cars. 

The Alcolu Railroad Company has applied to the Commis- 
sion for authority to abandon four miles of track between 
Olanta and Kirby Station, S. C. The company said schedule 
trains had never been operated over this end of the road, and 
that the principal traffic had been obtained from a logging busi- 
ness that had been discontinued. 


K. C. S. VALUATION PROTEST 


Officials of the Commisson in charge of valuation work eX 
pect the Kansas City Southern and affiliated lines to file a 
protest against the final single-sum values fixed by the Com 
mission in the report on that system issued last week (see 
Traffic World, June 14, p. 1519). Such protests are expected 
from practically every important system in the country as soo2 
as the final single-sum values have been announced. The Com- 
mission and the carriers are at such variance on the questions 
involved that a decision or several decisions by the Supreme 
Court will be necessary to settle the matter. Officials of the 
Kansas City Southern have indicated that the single-sum value 
found by the Commission will be vigorously contested. 
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Their Long Life 
and Dependability 
Reduce 
Operating Costs 


Tire equipment that causes delays 
and rapidly wears out, is respon- 
sible in too many cases for high 
operating costs. 


You can reduce these unnecessary 
delays and get tire mileage at its 
lowest cost if you will equip with 
Federal Blue Pennant Truck 
Cords. 


The Blue Pennants’ broad, thick, 

semi-flat tread and scientifically 

reinforced carcass enable them to 

withstand the daily grind of bus 

transportation and to deliver the 

kind of service that bus owners 
“never thought possible. 


The Federal Authorized Sales 
Agency near you can furnish 
you definite records to back 
these claims. 
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Joint Service With 
Hambarg-American Line 


NEW YORK TO HAMBURG 


*ALBERT BALLIN....June 21 *RESOLUTE .......... July 8 
*RELIANCE ...........June 24 CLEVELAND ......... July 10 
i! ee June 28 WESTPHALIA ....... July 17 
*DEUTSCHLAND ...... July 5 tMOUNT CLAY ....... July 19 


¢Cabin and 3rd Class Passengers. *ist, 2nd and Srd Class. 
Leading Pier 86, North River, Foot of West 46th St. 


BOSTON TO BREMEN AND HAMBURG 


FURST BULOW (via Phila., Baltimore & Hampton Roads) July 3 
EMDEN (via Phila., Baltimore & Hampton Roads)........ July 24 






LEGIE (via Phila., Baltimore & Hampton Roads)........ Aug. 15 
PHILADELPHIA TO BREMEN AND HAMBURG 
LEGIE (via Baltimore & Hampton Roads)..............++. June 18 
FURST BULOW (via Baltimore & Hampton Roads) ........ July 8 
EMDEN (via Baltimore & Hampton Roads)..............+: July 29 








BALTIMORE TO BREMEN AND HAMBURG 
LEGIE (via Hampton Roads) ..........cccccccccsccccccess June 23 
FURST BULOW (via Hampton Roads)................6. July 14 
EMDEN (via Hampton Roads).........ccsscscccscceccsece Aug. 4 
LEGIE (via Hampton Roads).............ccccceecceceees Aug. 25 

NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 

dis eel dake pamarledqeudeees pebbdedngenteshenmooqeninl June 27 
FURST BULOW been 
EMDEN 





LEGIE 


COCO ER EEE H ESE EH HEHEHE HEHEHE HEE EES 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 













Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 






























From From From 
Baltimore New York Savannah 

EE ene toc Se caw Seatbec ab | eed oer a 
MONTICELLO ........... June 24 June 28 July 2 
CO. eer rere July 5 SS eee 
io Ere ere July 15 July 19 July 23 
MOUNT CLINTON ...... July 26 Say BO ©) éwsveus 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment 
at Los Angeles Harbor without transfer charge, also to all ports 


of California, Oregon, Washington, British Columbia, Alaska and 
the Far East. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 





CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 
BRANCH OFFICES: 

I Sec crt s Fels csccecseearesvaknans Hearst Tower Bldg. 

I La > 5 6.0.5:5-0. 9.0:5.0.0 9 00490 ¢eeud 4128 Jenkins Arcade Bldg. 

oe | SE EE rae 201 Mitchell Bidg. 


Gb. ce eb dias 6oeGas te0ee een eee’ 230 California St. 






Sie aE EUG K cc tive sedetevdeseeldnek@ir 

bs db Ail Jh.0 Sok Nel ee Sceviededewdiotle de C. H. Sprague & Son 
UB SS rr rie Los Angeles 8.8. Co. 
FE EE Ch oc Sc cccdccccucccccsdebeeeten Richard Meyer Co. 
Po, OE Dichmann, Wright & Pugh, Inc. 
PHILADELPHIA...............00 Dichmann, Wright & Pugh, Inc. 
RIS SEC cee tccececcevccces Columbia Pacific Shipping Co. 
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McMANAMY ON REGULATION 


Speaking on the subject of “The Development of Railroad 
Regulation” before the mechanical division of the American 
Railway Association, in convention at Atlantic City this week, 
Commissioner McManamy said the greater part of railroad legis- 
lation had been to help transportation and that he favored the 
slogan, “Help the railroads along,” rather than “Let the rail- 
roads alone.” He outlined his attitude toward the transporta- 
tion act. He said transportation was a public necessity, there- 
fore, a public function, and that under the present policy of the 
American people transportation was to be conducted under a 
system of adequate governmental regulation. 

* “Railroads are primarily public highways and only inci- 
dentally common carriers—an important distinction too fre- 
quently overlooked,” said he. “The solution of our transpor- 
tation problem is, therefore, not a matter which rests primarily 
with the railroads or with any state or federal regulating body, 
but with the people who require transportation and who are 
required under the constituion to pay a reasonable return for 
the transportation furnished. The solution of the transportation 
problems should therefore be approached in a spirit of ‘let us 
reason together,’ and should be worked out along broad lines of 
public policy and in the public interest.” 

Mr. McManamy said that, in view of the importance of the 
problem and of the part that legislation must necessarily play in 
its solution, a brief review of the scope and effect of what the 
government had done in the way of legislation affecting the 
railroads might be of interest and give a clearer understanding 
of the situation. 

“There are few of us who realize that the greater part of 
the legislation has been to help transportation,” said he. “1 
am speaking now of the transportation machine as distinguished 
from the corporation which operates it. We must bear in mind 
that it is the duty of the government to see that adequate trans- 
portation is provided just as much as to construct and mainain 
public highways, and that it has only delegated the duty of fur- 
nishing transportation to private corporations.” 

Commissioner McManamy then reviewed the development 
of railroad regulation. He said that, while the act of 1887 was 
primarily enacted for the purpose of preventing discrimination 
between shippers, it was of great help to transportation, as it 
prevented extortion by large shippers. , 

“Large’shippers, such as the Standard Oil Company and the 
packers, could force rebates out of the railroads because of the 
amount of traffic they controlled,” said he. 

In the Mann-Elkins act of 1910, he continued, the effective- 
ness of the fourth section was restored, adding that the observ- 
ance of that section was of great help to the transportation 
machine, as it in a measure prevented wasteful service. He 
pointed to other legislation which, he said, proved helpful to 
the transportation machine as a whole. 

“Up to 1920 government regulation was confined mainly 
toward restraining abuses of transportation rather than some- 
thing constructive,” said he. “Important phases of the railroad 
problem that had been left unregulated were capitalization and 
service. Railroads up until that time had absolute freedom in 
the issuance of securities. The lack of authority to regulate 
security issues tended to obscure the relationship between the 
railroad investmant and railroad earnings, and also to lend 
color to the widespread opinion that the railroads were over- 
capitalized.” ; 

Continuing, Commissioner McManamy said in part: 

The regulation of service was likewise neglected. The problem 
of adequate transportation service had received little attention. Be- 
cause of competition shippers were in many cases treated with _ lib- 
erality and wasteful service became a matter of routine. These 
defects were realized during the first year of the war period, 1917, 
when the necessity of providing adequate service was paramount. 
Because of traffic congestion and car shortage, Congress, in 1917, 
enacted the car service section, giving the Commission jurisdiction 
to establish and enforce rules and practices with respect to car 
service. ; 

As.a result of several conditions the transportation service, in 
the latter part of 1917, was inadequate to hand!e the unusual traffic 
burden of the war period. The necessity for complete unification 
during the extraordinary war conditions resulted in federal control. 

Federal Control Period 

I do not intend to discuss the relative merits of private opera- 
tion as against government operation during federal ccentrol; what- 
ever may have been its faults or its virtues, the responsibility rests 
with you. The principal lesson of federal control was to demonstrate 
the possibilities of and need for unification. People saw the advan- 
tages of unified use of equipment and facilities and of uniform 
standards of service and operation. While the improvements in 
operating practices during federal control were not fully recognized 
due to war conditions, they did have an important and direct influ- 
ence upon the policy of the legistlation enacted when the railroads 
were restored to private management. A number of emergency 


measures were passed during federal control, but I shall not refer 
to them here. 

At the end of federal control, the railroads were turned back 
with a reconstructed system of government regulation. The trans- 
portation act of 1920 was designed not only to cure defects in old 
legislation but to give assistance to the transportation industry. 
While it provided financial safeguards for the maintenance of rail- 
road credit, the main problem was to provide for co-operative effort 
and to stimulate the fullest possible utilization of the transportation 
plant through unification. In commenting on the serviceability of 
this act in the solution of these two problems, I want it understood 
that I may not agree, with the wisdom of certain of its provisions. 
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The new legislation can well be divided into two general groups: 
(1) Provisions dealing with unity of operation and service; and (2) 
provisions to stabilize credit. A series of laws were also passed 
dealing entirely with the termination of federal control, but they now 
possess only a historical interest. Provisions were also made for 
mo aad loans to the railroads until their credit cou!d be re-estab- 

shed. 

The new legislation proposes to secure the fullest use of the 
existing plant through permissive consolidations. The Commission 
must draw up a plan for consolidating all roads into a limited num- 
ber of systems and the railroads may then consolidate in conformity 
with that plan. The theory of the law is that the weak and the 
strong roads will be so consolidated as to form evenly balanced sys- 
tems and that such -consolidations will result in more effective utilj- 
zation of plant and equipment, prevent duplication, and be the means 
of attaining an operating unity. 

The act also provides that before any new road or extension 
can be constructed, the Commission must first find such construction 
to be in the public interest and give its approval with a view to 
building up a transportation machine responsive to public needs, 

_ The car service section was broadened. This section prohibits 
discrimination between carriers, and is a positive factor to provide 
adequate service ‘and facilities. The public control over service 
acquaints the regulating body with the needs of the carriers and 
brings forcibly to its attention the necessity for adequate rates, 
Along this same line, the Commission was given power to require 
the joint use of terminal facilities in order that the transportation 
plant might be fully used to meet public needs. The unification of 
facilities means economy and efficiency in operation, 

Provisions to Stabilize Credit 

The other main purpose of the transportation act was to assist 
in stabilizing the credit of the railroads and several! provisions were 
inserted for that purpose. The level of rates, railroad credit, and 
capital investment are interwoven subjects. 

The act recognizes that transportation must have sufficient rev- 
enue to attract capital. Congress established a rule of rate making, 
as well as a principle to govern a fair return, and the disposition 
of the excess revenue. Section 15a provides that a level of rates be 
established sufficient under honest, efficient and economical manage- 
ment to earn a fair return. May I call your particular attention to 
the requirement_as to honest, efficient and economical management? 
While section 15a is usually spoken of as safeguarding the rights of 
the corporate carriers, its purpose was also to assist in maintaining 
proper credit so that the transportation system might be satisfac- 
torily operated and developed. 

_ Congress realized that rates could not be established that would 
give uniform earnings to strong and weak carriers alike, and that 
excess earnings were bound to be realized by the strong roads. 
One-half of such excess is to be collected and deposited in a con- 
tingent fund to be used in the furtherance of transportation needs 
by making loans and in purchasing and leasing equipment to car- 
riers. This provision recognizes the unity of the transportation 
machine and is to strengthen the credit of the carriers as a whole 
rather than to enhance the income of particular carriers. 

Hence regulation has now become a dual function—first to pre- 
vent undesirable discrimination, and second, to determine general 
rate levels and contro] railroad profits. Theoretically at least the 
law not only protects the public from high rates, but protects the 
railroads from rates that are too low. 

But a reasonable rate level will not encourage the investment 
of private capital unless there is a guarantee against financial mis- 
management. These practices in the past have had a significant 
influence on rates, service and credit. It is not necessary to discuss 
the relationship of overcapitalization to rates and service other than 
to point out that overcapitalization leads to impaired service through 
its destructive influence on the credit of the carrier. So the act 
provides that a carrier must secure authority from the Commission 
before securities can be issued. It is usually thought that this sec- 
tion is to protect investors, but the regulation of security issues is 
also necessary to-help and protect service. 

The authority of the Commission was also ‘extended to prescribe 
minimum rates as well as maximum. This was intended as a safe- 
guard from rate wars which result in the destruction of revenues. 
Power was also given to prescribe divisions between carriers and in 
so doing to give due consideration to their financial needs, This 
was to help solve the difficulties surrounding co-existence of the 
weak roads and the strong roads. Under the old system, divisions 
were a matter of bargaining among the interested carriers, and in 
many cases strong carriers forced inequitable divisions upon weaker 
ones. 


I have endeavored to show that while the primary purpose of 
the first legislation was to remove discrimination between shippers, 
it was also of immense aid to the transportation industry. Those 
who advocate a hand-off policy on the pare of the government and 
who simply repeat the slogan “let the railroads alone,’’ forget that 
the effect of the greater part of legislation has been to help the 
railroads—if not the corporations operating them. So far as the 
railroad as a public utility is concerned, a study of fhe legislation 
from the first land grant down to the transportation act shows that 
it has been the policy of the government to be helpful to the rail- 
roads even to the extent of protecting them from themselves. There- 
fore, I think that the phrase ‘Help the railroads along’’ would be 
more representative of the effect of regulation. 

The provisions for an adequate transportation machine involve 
a very difficult adjustment between private rights of the operating 
interests and the public interests. The operation of this law and 
the performance of railroads under it have not been fully co-ordi- 
nated and this has given rise to the oft-repeated phrase that the 
railroads are on trial. The railroads, like every other human agency, 
are always on trial. So long as they perform with efficiency and 
economy the functions for which they were created, they will con- 
tinue to exist in their present or in an improved form. I am not 
overlooking the fact that within the past score of years 400,000 miles 
of hard-surfaced highways have been built in this country on which 
millions of automobiles and motor trucks now carry on a large Por- 
tion of the transportation service that otherwise would be performed 
by the railroads. I think that it is not too much to say that we are 
at present passing through an evolution in the transportation indus- 
try perhaps greater than from the stagecoach to the canal, or from 
the canal to the railroad. It is this that will tax to the utmost the 
constructive ability and genius of those ‘in charge of the mechanical 
departments of our railroads. 

The solution of the railroad problem is a matter for the people to 
decide. It is the duty of all of us to follow the policy indicated by 
them. The success of the present Jaws depends largely upon the 
attitude of the carriers themselves. They must show in, practice tha 
they realize that they are performing a public function. They must 
willingly agree to co-operative arrangements in order to promote 
the general transportation needs, And above all, they must realize 


Ju 


leg 
the 
lar’ 
ord 
cag 


yee 


1€ 
on 


ty 
he 


li- 
ns 


on 


‘here- 
ld be 


ivolve 
rating 
y and 
-ordi- 
it the 
gency, 
4 and 
| con- 
m not 
miles 
which 
e por- 
‘ormed 
we are 
jndus- 
r from 
yst the 
ranical 


ople to 
ted by 
on the 
re that 
y must 
romote 
re alize 





June 21, 1924 


POSITIONS WANTED OR OPEN 


WANTED—Several experienced Interstate Commerce Commission 
legal examiners and field auditors; must have actual experience with 
the Commission. Salary commensurate with ability; give all particu- 
lars, references, salary expected, and other information in rely in 
order to receive consideration. Address Box 677, Traffic World, ae 
cago, Til. ! H 








POSITION WANTED—By successful traffic manager, fourteen 
years’ railroad and industrial traffic experience, capable of organizing 
or assuming complete charge of transportation department. Address 
Box 679, care Traffic World, Chicago, Ill. 








WANTED TO BUY—Chesapeake & Ohio Basing Book No. 1, I. C. C. 
No, 4809. Address, Box 671, care Traffic World, Chicago, Il. 





WANTED—100,000 more shippers and carriers to help put the 
thieves out of business with Edgar Security First Steel Seals. No 
hidden springs or catches to be manipulated in covering up theft. 


Sales Department, The Edgar Steel Seal & Manufacturing Company. 
Lawrence, Kans. 


FOR SALE—RAILROAD TIES 


Several cars 6 x 8-8 ft. extra gocd quality No. 1 Oak Ties of my 
own manufacture; also two cars switch timbers. <All now ready for 
immediate shipment. L. E. Pearson, Edwardsburg, Mich. 











FOR SALE—Complete tariff file covering C. F. A.—New England— 
Transcontinental and Southwestern territory—alco portions of South- 


east and West—low price for immediate sale. Address Box 418, 
Traffic World, Chicago, Ill. 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banter or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 





OF [LOT NETS) 


J0S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
, and Carload Distributors 


SYRACUSE, N. Y. 


Flagg Storage Warehouse 


TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 





DETROIT 


MANUFACTURERS WAREHOUSE CO. 


1716 West Lafayette Boulevard 


Commercial and Bonded Warehouse 


“Let Us Solve Your Distribution Problem’”’ 
Centrally Located to All Railroads and Boat Lines 








Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 










PORTLAND, MAINE 


Petry Express & Storage Co. lnc. 


Member American Warehousemen’s Association 


ALBANY, N. Y. 
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Merchandise Storage and Pool Car 
Ciegis and Knew cys Distribution 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. 


2,000 CAR LOAD 
CAPACITY 


KANSAS CITY, MO. 


COLUMBUS 






MERCHANDISE WAREHOUSES 
Lecated best to serve as your warehouse. Pool car distribution—=stere deer delivery. 


TheitLle COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 












TOLEDO 





MANSFIELD 

Serving New York j 
and Pennsylvania F rom t he H ub 
Elmira is the natural distributing center for these two densely 
populated States which have correspondingly great buying-power 
Served by Erie—Lackawanna—Pennsylvania—Lehigh Valley 
Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’n, ELMIRA, N. Y. 


Railroad Ave. 












Galt Block Warehouse Company 
PORTLAND, MAINE 


Storage, General Merchandise and Household Goods 


Private track, sprinkler equipped, low insurance rate. 


Storage in Transit on Flour, Cereals and Canned Goods. 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 





TRENTON, N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 











Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of, Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 





Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S. A. 


Boston Office: 
92 State Street 
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their responsibility to the public in operating efficiency and must 
co-ordinate their administrative control, operating practices, methods 
of maintenance, and purchasing plans in such a way that will promote 
economies wherever possible. Unless this is done, the rate features 
. of Section 15a wil] fail either to protect the public against excessive 
charges or to give the carriers adequate revenues. 


He said there were innumerable ways on which the Ameri- 
can Railway Association and its members could promote econ- 
omy and efficiency in operation, and thus carry out the policy 
of the transportation act. He said the value of standardization 
of railway equipment had long been recognized by the asso- 
ciation. He said, in discussing the question of idle equipment, 
that the savings in carrying charges that would result from a 
more intensive use of locomotives and cars would be startling. 
He said one of the most valuable assets a railroad could have 
was a corps of steady, contented and reliable employes, and 
that it could not be obtained under the practice of attempting, 
month by month or week by week, to make reductions in the 
payroll correspond with fluctuations in business. He said he 
knew it was not possible to disregard revenue in order to keep 
a uniform force of employes, but said that, with a litle more 
foresight, that should not be necessary, and that year in and 
year out it was possible to make a close approximation of the 
number of class repairs that would be required in each year 
to maintain equipment in good, serviceable condition. He said 
the big difference between the two policies was apparent when 
business began to improve and there was demand for power, and 
at the same time for men. He said the forces could not be in- 
creased to correspond with the increased demand for power and 
that the result was a large amount of penalty overtime, causing 
more or less dissatisfaction, and the use of equipment which 
was not in good, serviceable condition. In conclusion he said: 


No doubt this has all been said before in various ways, but it is 
also true that the results of 1923, which have been pointed to with 
pride so far as the movement of traffic is concerned, strongly indicate 
the need for saying it again. Maintenance of equipment expenditures 
during 1923 were $1,465,405,904, or about one dollar out of every four 
earned by the railroads and expenditures for new equipment during 
the same period amounted to about $690,857,266. The members of this 
association therefore were responsible for a total expenditure of con- 
siderably over $2,000,000,000. Increased capital expenditures require 
increased revenues. : 

I have no criticism to offer of the results in the way of handling 
traffic for the year 1923, but we may as well face the facts. While 
there was a tremendous increase in cars loaded over 1918, there was 
but a 2 per cent increase in revenue ton-miles, and to accomplish this 
we had 9 per cent increase in tractive power, 32.9 per cent increase 
in maintenance expenditures, and 65 per cent increase in capital ex- 
penditures. When the capital expenditures and the operating 
expenses increase in greater ratio than the increase in revenue ton- 
miles or increase in revenues, we are headed toward either increased 
rates or red figures in the ledger. 

This brief review of the laws relating to transportation has been 
givén because the members of this association are largely responsible 
for efficiency and economy in the maintenance of equipment and to 
show the importance of the most complete co-operation in the inter- 
est of operating efficiency if the railroads are to continue to enjoy 
the benefits of existing laws. 

Summing up what I have said, the big job ahead of the mem- 
bers of this association is to see what can be done to eliminate 
losses all along the line. I appreciate the difficulty of improving 
terminal facilities to avoid terminal delays, but it can and should be 
done. I realize it costs money to adopt improved methods and put 
in modern machinery, but to reduce maintenance costs few boards 
of directors would be so unbusinesslike as to refuse to appropriate 
necessary money for improvements when it could be shown that the 
net return could be thereby increased. One of the things for which I 
think the mechanical ‘department can rightfully be criticized is 
that you are not aggressive enough in selling your good ideas to the 
management. Develop your plans, calculate the saving which will 
result, show the management that in asking for necessary funds you 
are working in their interest, and then work for the adoption of 
what you know to be right. : 

With adequate facilities and the support and co-operation of the 
management, the:members of this association can be relied upon to 
provide the necessary equipment to meet the transportation needs. 


CONSOLIDATION OF SERVICES 
The Trafic World Washington Bureau 


The Shipping Board, June 19, approved, with modifications, 
the plan of President Palmer of the Fleet Corporation for con- 
solidation of the freight services between Gulf ports and for- 
eign ports. As approved, the plan provides for reduction of 
the number of operators from nine to seven, but for no further 
reduction below 101 ships, the number now in service. Palmer 
recommended that the number of ships be reduced to 95. 

The board’s resolution provides for application to the Guif 
services the new form of managing operator agreement recently 
applied in the north Atlantic and Scandinavian consolidations 
and that the percentage of commission in the new contract 
shall not be in excess of 7% per cent on outward, or 3 per 
cent on inward, gross cargo revenues. The board also made 
applicable to the Gulf services the terms of a_ resolution, 
adopted November 30, providing for payment of straight com- 
missions and no other allowances in the way of profits to 
operators and that no operator should have foreign tonnage 
unless with approval of the board. ? 

The board said President Palmer’s plan should be made 
tentative for six months and that then further recommendations 


be made based on developments shown by reports from the 
operators. 





Under the plan, Trosdal, Plant & Lafonta and Sgitcovich 
& Co. will combine and Page & Jones will be eliminated. The 
other operators will be the Mississippi Shipping Company, 
Lykes Bros., Waterman Steamship Company, Munson Lines, 
Tampa Interocean and Daniel Ripley & Co. 

When Chairman O’Connor and Commissioners Plummer, 
Thompson and Benson conferred with President Palmer, and 
other officials of the corporation, this week, with respect to 
reaching an agreement on consolidation of the freight services 
to and from Gulf ports, the board took the position that econ. 
omies could be effected in overhead, stevedoring, whafage and 
clerk hire expenses so as to permit a continuation of practically 
the same number of ships in the Gulf services and still keep 
within the reduced appropriation authorized by Congress for the 
new fiscal year. It was also developed that while President 
Palmer had recommended a reduction in the number of ships 
from 115 to 95 there were now actually only 101 vessels in 
operation in the Gulf services. The board also favored a fur. 
ther reduction in the number of operators than was proposed 
by President Palmer, who recommended a reduction of from 
nine to seven. 

Chairman O’Connor said the operators in the Gulf services 
had assured the board they would not operate foreign tonnage if 
selected as operators for the consolidated services. It was agreed 
at the conference that an agreement on the consolidation plan 
should be reached as soon as possible and the efforts of the 
board and corporation were to be directed to that end. 

President Palmer has advised Edgar F. Luckenbach, pres. 
ident of the Luckenbach Line, who proposed that his company 
be selected as an operator without foreign tonnage for one of 
the Gulf services, that new operators will not be selected for 
those services. Mr. Palmer said the fact that the Gulf operators 
had agreed to give up any foreign tonnage they had eliminated 
the necessity for considering the appointment of other oper- 
i Mr. Luckenbach conferred briefly with Mr. Palmer June 

President Palmer of the Fleet Corporation conferred June 
16 with representatives of managing operators of vessels in 
service between south Atlantic ports and United Kingdom and 
Continental ports with reference to consolidation of those 
services. 

The managing operators are the Carolina Company, Tros- 
dal, Plant & Lafonta, and the Tampa Inter Ocean Steamship 
Company. Four ships are now in operation in the services, 
the Carolina company and the Tampa Inter Ocean each oper- 
ating one ship, and Trosdal, Plant & Lafonta, two ships. 

J. M. Whitsitt and E. H. Duff represented the Carolina 
Company; C. S. Marshall, A. W. Parry and Philip Shore, the 
Tampa Inter Ocean, and E. S. Trosdal and Devereux Bacon, 
Trosdal, Plant & -Lafonta. 

After considering statement submitted by the operators, 
Mr. Palmer will submit a plan for consolidation of the services 
to the Shipping Board. 

A similar conference will be held June 24 with representa- 
tives of A. H. Bull & Co., the Export Steamship Corporation 
and the Mallory Steamship Company, Shipping Board oper- 
> in the services between New York and Mediterranean 
ports. 

President Palmer of the Fleet Corporation conferred June 
17 with representatives of operators in the services between 
south Atlantic ports and the Far East with reference to pro- 
posed consolidation of the services. Oakley Wood represented 
the Barber Line; Philip Shore, the Tampa Inter Ocean, and 
Kermit Roosevelt and A. T. Clegg the Kerr Line. 

One managing operator probably will be selected for the 
consolidated service from south Atlantic ports to United King 
dom and Continental ports, it was said. One of the three op 
erators in that service, it was said, has refused to co-operate 
in the formation of a consolidated company. 


OCEAN RATES SHOW DECLINES 
The Trafic World New York Bureau 


Further declines in the freight charter market, with a dearth 
of shipments and surplus of vessels, were features throughout 
last week. Rates suffered another sinking spell, and it was 
apparent that the mid-summer dullness had arrived. For the 
first time in nearly a year there was an appearance of “distress 
tonnage,” which caused renewed weakness in full cargo rates. 
Ships now in position to load found a lack of business which 
was further complicated by the fact that grain rates on regular 
liners were so low as practically to preclude the fixture of full 
vessels. 

With the greater number of vessels ready for America? 
business remaining unfixed, shipowners were inclined to with- 
hold additional tonnage from the market atthis time. Ships 
on the way here with cargo or in ballast seem sufficient to 
meet all requirements, according to Funch, Edye & Co., a2 
prospects for an increase in shipments are not favorable. 

Regular liners were taking grain at eight to nine cents 4 
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McDougall Terminal Warehouse 
DULUTH Company —_ MINNESOTA 


Storage and Distribution 


Natural Interchange Point for all Shipments 
Moving via Lake-and-Rail Routes 


Lowest Insurance Rate 
Complete Service Let Us Serve You 1,500,000 oom FEET 


Medernm Fireproof Warehouse Space in Les Angeles and at the Pert 
of Les Angeles 


Free and U. 8. Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 
In Los Angeles 8 Ee ee 


Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 


the Best Warehouse | | “sss Semesssc 


We cam serve you in some —eute a8 ene that you 
complete your file by requesting the rates for our conelans 


is the L. A. Warehouse, the largest in the nee Se eee 


city—U. S. Government bonded, on railroad UNION TERMINAL WAREHOUSE CORPORATION 
tracks, in wholesale district. Write for rates. SHATTUCK & NIMMO WAREHOUSE COMPANY 


L. A. Warehouse Co. UNION TERMINAL WAREHOUSE COMPANY 


316 Commercial Street Trinity 9431 Los Angeles, California 
LOS ANGELES, CALIFORNIA 








The perfect combination of our warehouses 
handling all lines of merchandise, automobiles 
and machinery. Capacity 330,000 square 
feet. For freight rates, storage and distribu- 
tion charges on any commodity write 


THE TERMINAL WAREHOUSE CO. 


OR 
MERCANTILE STORAGE WAREHOUSE CO. 
OMAHA, NEBRASKA 





A WAREHOUSE STOCK within the territory served 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 
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100 pounds to the United Kingdom and Continent, with the re- 
sult that tramp vessels could not hope to compete and the 
full cargo market was practically non-existent. 

The coal trade was. somewhat more active, but at lower 
rates than in the preceding week. An Italian vessel was fixed 
from Baltimore to Genoa at $3.15 a ton for June loading. A 
Shipping Board steamer was fixed for a part cargo from the 
Atlantic range to West Italy at $3.05 a ton for June or July 
loading. Considerable space was offered to Italy at $3.20, but 
shippers held off for $3.00 to $3.10 a ton in most instances. 
A Dunkirk cargo was fixed at $2.25 a ton, equal the low rate 
of the slump a year ago and only 25 cents above the lowest 
rate paid to the Frence Atlantic in the worst period of recent 
years. 

The sugar market was also inactive for both domestic and 
European ports. Unfavorable weather here has curtailed con- 
sumption of refined sugar, resulting in a slow movement from 
Cuba to the United States. The lumber and time charter 
markets showed intensified dullness. 

The Transmarine Line announced that during the coming 
year it will maintain its regular intercoastal weekly service 
and as soon as conditions permit will increase the sailings 
from Port Newark to two a week. The company has just com- 
pleted its first year in this trade, dispatching a total of 48 
steamers for the Pacific Coast. 

Inauguration of a new lumber policy by Pacific Coast ship- 
pers has been announced. The Douglas Fir Exploitation & 
Export Co. will shortly adopt a plan of selling abroad c. i. f. 
(cost, insurance and freight). Previously the company, which 
controls the foreign sales of 108 lumber mills, has sold ex- 
clusively f. o. b. and f. a. s. (free alongside). The importance 
of the new system is realized when it is considered that in 
1923 the company exported 415,000,000 feet of lumber to foreign 
countries. It is expected that the new sales Policy will result 
in greater sales. 

Tank steamers in the Atlantic Coastal trades have cut 
charter rates sharply in the last two weeks and are now 
quoting 25 cents a barrel for shipments of crude oil from 
United States Gulf ports to north of Hatteras. Two Shipping 
Board tankers, the Halo and Hagood, recently purchased by 
the Cities Service Co., have been chartered to move crude 
from the Gulf to Philadelphia and New York at 23 cents a 
barrel, or two cents below the market, but no additional busi- 
ness has been reported at this low rate. 

The procedure by means of which European exporters get 
adjustments of ocean freight rates will be one of the subjects 
to be studied by E. S. Gregg, chief of the Transportation Divi- 
sion of the Bureau of Foreign & Domestic Commerce, who 
sailed for Europe last Saturday on the Leviathan. Mr. Gregg 
will also study the problem of establishing stocks of merchan- 
dise in European free ports for quick distribution to nearby 
territories. A number of American industries which find time 
of delivery an important factor in competition have requested 
a survey of this kind. 

F. B. Crane, manager of the operating department of 
Thorndyke, Trenholme & Co., of Seattle, said recently that 
the company contemplates establishment of a regular liner 
service between Grays Harbor and Oriental ports. The line 
intends to purchase four vessels from the Shipping Board and 
is seeking the allocation of eight other Government vessels, 

As a result of the steadily decreasing rates on grain from 
this country to Europe, lines to the United Kingdom and Con- 
tinent at a meeting on Tuesday decided to throw open the rates 
on flour, effective at once. Several weeks ago a rate of 21 
cents a 100 pounds was fixed on flour, but since that time wheat 
quotations have dropped to the point where the spread between 
grain and the finished product was considered inequitable to the 
millers. Grain rates have practically been cut in half within 
a month. 

The United Kingdom lines also established a rate of 18 
cents a 100 pounds, effective at once, on oil cake. This will 
apply through July, August and September. Oil cake rates to 
the Continent are open. 

It is learned that all lines in the intercoastal business will 
absorb local tolls and charges at San Francisco on freight booked 
on the Atantic seaboard for Hawaii. 

J. H. Jordan, New Orleans manager for the Strachan Ship- 
ping Company, announces that his firm is to open offices in 
Houston and Galveston as agents for the Cosulich Line, Italian 
flag steamers to Venice, Trieste and Fiume. The line was 
formerly represented by Daniel Ripley & Co., Shipping Board 


operators, who relinquished all foreign ships at the request 
of the Fleet Corporation. 


WILLIAMS STEAMSHIP SERVICE 


The Williams Steamship Company, Inc., announces that 
the steamship Willfaro, sailing from Baltimore and Norfolk, 
June 25, will make San Diego, Calif., in addition to its regular 


ports of call. Freght will be accepted for this port at same 
rates as for other ports. 
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BOARD APPROVES AGREEMENTS 


The Trafic World Washington Bureay 


The Shipping Board has approved, with minor reservations, 
the South Atlantic Steamship Conference agreement and the 
Gulf-Mediterranean Port Conference agreement. . 

The South Atlantic agreement is applicable to traffic from 
south Atlantic ports from Wilmington, N. C., to Jacksonville, 
Fla., to foreign ports. It provides for the observance of confer. 
ence rates, forbids unjust discrimination and payment of dis. 
counts, returns or rebates of any character and for arbitration 
of disputes between members. The agreement was signed by 
the Strachan Shipping Company, Carolina Company, Williamson 
& Rauers Company, Henry Nanniny & Co., Atlantic & Gulf Ship. 
ping Company, Trosdal, Plant & Lafonta and the Tampa Inter 
Ocean. 

The other agreement provides for maintenance of minimum 
conference rates that cannot be changed except by the unan. 
imous vote of members present at meetings, and forbids unjust 
discrimination, rebates, discounts, refunds or absorption of rail, 
coastal or other charges, directly or indirectly, at loading or 
discharging ports. It provides for the arbitration of disputes be. 
tween members and for damages for breach of the agreement by 


members. This agreement was signed by representatives of Com. ' 


pania Maritima del Nervion, Cosulich Societa Triestino di Navi- 
gazione, Luigi Dell ’Orto, Ltd., Navigazione Alta Italia (Creole 
Line), Societe Generale de Transports Maritimes Vapeur, Tampa 
Inter Ocean, Trosdal, Plant & Lafonta, N. Odera fu Aleso & 
Company, and Pinellos, Izquierdo y Cia. To this agreement the 
board attached the reservation that the conference should be 
open to qualified American citizens. 


SHIP LINE DIFFERENTIALS 


The Trafic World Washington Bureau 


Ocean differentials on interior cargo moving through north 
Atlantic, south Atlantic and Gulf ports to United Kingdom 
and Continental ports will not be changed for the time being as 
the result of the conference held last week in Chicago by repre 
sentatives of Fleet Corporation and foreign steamship lines op- 
erating from those ports to United Kingdom and Continental 
European ports. 

W. B. Keene, vice-president of the Fleet Corporation in 
charge of traffic, was selected as chairman of the conference, 
The conference lasted for three days. 

The conference was held as the result of requests of Gulf 
and south Atlantic operators, who felt that a revision of the 
differentials was warranted by conditions to enable them to 
obtain cargoes originating in C. F. A. territory. These operators 
desired lower differentials over north Atlantic ports or a parity 
with those ports. 

More than 60 representatives of the operators were present 
and all the principal lines serving the districts involved were 
represented. 

The present adjustment, which will be continued pending 
further consideration of the matter, gives north Atlantic ports 
rates 15 cents a hundred pounds under the Gulf ports and 7% 
cents under south Atlantic ports. 

W. B. Keene, vice-president of the Fleet Corporation in 
charge of traffic, on his return from Chicago from the confer 
ence between North Atlantic, South Atlantic and Gulf lines, 
said he was disappointed with the failure of the lines from the 
different districts to reach a mutually satisfactory agreement 
based on conditions which existed now. He indicated that the 
Fleet Corporation was not entirely satisfied with the present 
adjustment but he gave no intimation as to whether or not any 
immediate action would be taken, and if so, what it would be. 


CONVERSION OF SHIPS 


The Trafic World Washington Bureau 


Announcement was made June 16 by Chairman O’Connor, 
of the Shipping Board, that the board had tentatively selected 
12 vessels ranging from 8,800 to 9,400 deadweight tons for con- 
version into motor ships under the provisions of the act approved 
by President Coolidge authorizing the board to use up to $25, 
000,000 of its construction loan fund for installation of Diesel 
type electric drive engines in government vessels. 

Chairman O’Connor explained that the act, which amended 
sections 11 and 12 of the merchant marine act of 1920, per 
mitted lending of one-half the cost of equipping vessels already 
built with the Diesel type electric drive engines, and allotted 
$25,000,000 of the construction loan fund for a similar rehabili 
tation of the board’s vessels. The loan fund now has approx: 
imately $67,000,000 in it. Continuing, Chairman O’Connor said: 


After a comprehensive study and. survey of the board’s idle fleets 
about 375 vessels were selected as most suitable for a rejuvenation 
their machinery with modern Diesel propelling power. This pec 
offers a wide range of types and sizes and includes well presery) 
hulls of good designs but fitted with machinery requiring extens 
alterations in varying degree. - Its replacement with improved ste@ 
machinery would undoubtedly enhance reliability and also economy 
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ILLINOIS NORTHERN 
RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 


¥ T. & S. F. Ry. 
A. R. 
. I. W. Ry. 
N. W. Ry. 
.& Q RR. 
M. St. P. & S. Ste. M. Ry. ‘See Line) 


Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 
flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line of the ILLI- 
NOIS NORTHERN RAILWAY for manufacturing and 
other business. 

Chicago rates apply to and from all industries. 


Our trap car service allows for the handling of L. C. L. 
freight between our industries and McCormick Station 
free of charge, in lots of 6,000 pounds or more, thus 
avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, Vice-President, 
606 S. Michigan Ave., Chicago, Illinois. 








Fireproof Warehouses on Track 


For the Storage of Merchandise ; 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 
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ROUTE YOUR CARGO VIA 


Mobile=Gulfport="Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports, 
Hamburg and Bremen 


We Solicit General Cargo 
LONDON AND WEST HARTLEPOOL 


Sailing from Pensacola June 21 
U.S.S.B. 8.8. ANTINOUS Sailing from Gulfport June 28 
Sailing from Mobile July 9 


LIVERPOOL AND MANCHESTER 


Sailing from Pensacola July 8 


U.S.S.B. 8.8. AFOUNDRIA Sailing from Gulfport July 12 


Sailing from Mobile July 22 


LONDON AND HULL 


Sailing from Pensacola July 5 


U.S.8.B. 8.8. BRADDOCK Sailing from Gulfport July 11 


Sailing from Mobile July 18 
BREMEN AND HAMBURG 


Sailing from Pensacola July 9 
USSS, 8S WEameee Sailing from Mobile July 21 


ROTTERDAM AND ANTWERP 


Due late July or early August 


Waterman Steambilp Corporation 
“Operating United States Government Ships’’ 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 


A-1 STEAMER 


Ship Your 
Cars to 
INDIANA’S 
LEADING 
WAREHOUSE 


MILWAUKEE GRAND RAPID 


SOUTH 
CHICAGO _micmoan 2 PENP 
Cc 


LA SALLE 


BLOOMING TON 
LAFAYETTE 


DANVILL y 
he 
RICHMOND 
DECATUR on 
oc COnnersvule 


SHELBY VILIE @AAMICTON 
DLUMBUS CINCINNATI 
GREENSBURG 


SPRINGFIELD 


BLOCKING 
StymoQuR 
BEDFORD DORTS MOUTHe 


Z MADISON 
T, LOUIS VINCENNES 
" NEW ALBAN JEFFER SONVILLE monn 


CENTRALIA EVANSVILLE 1 QUISVILLE 


OUT OF INDIANAPOUS penoerson 
CAIRO 


NASHVILLE 
KNOXVILLE 
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to a lesser extent, but the resultant benefits would be quite incommen- 
surate to the cost invloved, and agithese vessels not being market- 
able in their present condition, might be doomed to ultimate decay. 


Once, however, their motive power is replaced with modern and 


reliable Diesel machinery, they should prove competitive and valu- 
able additions to the American merchant marine. Admittedly the cost 
will be high, but it should be remembered that a motor ship generally 
consumes, when at sea, but one-third and when in port but one- 
tenth of the fuel burned by a sister steamship of equivalent power. 
This saving in fuel, plus that accruing from reduced engine room per- 
sonnel, and consequently reduction in wages and subsistence has been 
found in practice to absorb the cost of conversion in a period of from 
six to seven years. If the greater potential earning power of the 
converted vessels, by reason of their enhanced cargo carrying capacity, 
is taken into account, this time would be accordingly reduced. 


It is well to note that the board’s vessels are now about five years 
old as an average, and fairly well preserved; once they are thoroughly 
overhauled they might be considered as good as new. Machinery, how- 
ever, deteriorates faster than a steel hull, this being particularly 
true of a steam plant in view of the ever increasing number of 
new and converted motorships. Therefore, even with unavoidable 
improvements in the Diesel art, at the end of six or seven years a 
converted vessel would be more desirable and possess a market value 
proportionately much greater than as a steamer. 


According to the latest statistics of Lloyd’s Register of Shipping 
approximately 50 per cent of Great Britain’s cargo fleet is composed 
of steamers over ten years old, or practically obsolescent, whereas 
about 85 per cent of the United States total tonnage is from 5 to 10 
years old, which means that at the present time we hold a pre- 
ponderance of approximately 3,000,000 gross tons of the newer vessels. 


Faced with the alternative of disposing of these deficient steamers 
in a constructive manner or of relegating them to the scrap heap, 
some three years ago the Shipping Board adopted the policy of selling 
these vessels at a nominal price providing they were converted to 
motorships in an acceptable manner. Thirteen vessels have already 
been so disposed of and are now engaged in transporting American 
goods. From present indications American shipowners are keenly 
alive to these vessels’ potential possibilities and under the stimulus 
of the substantial loans made possible by section 11, as amended, 
further conversions are anticipated. 


As regards the fund of $25,000,000 rendered available for conver- 
sion of the board’s own steamers, it should be noted that its judicious 
expenditure over a period of years should effect the conversion of 
about sixty large vessels aggregating approximately 600,000 deadweight 
tons. These units will not only provide much needed replacements, 


but will also preve formidable competitors for the eventual expansion 
of our trade. 


As the first step towards the consummation of such a compre- 
hensive program the board has tentatively selected 12 vessels of the 
8,800 and 9,400 d. w. t. type to be propelled by a single engine of 
approximately 2,600 shaft horsepower in order to obtain an average 
service speed of 11 knots, fully loaded, which is considered the min- 
imum speed desirable in view of the forthcoming competition from the 
faster and newer foreign motorships. As soon as completed, these 
vessels are to be actively engaged on the essential long-distanced 
routes. The introduction of motorships in such trades should more 
readily develop them into desirable and remunerative ventures, and 
make possible their eventual absorption by private capital; in the in- 
terim the board would effect substantial savings in operations. 


To assist the board in this important task of selecting the engines 
considered most suitable, an advisory committee has been convened at 


the request of Admiral Benson and will meet in Washington Thursday, 
June 19, 1924. 


According to the views of the shipping board’s experts, the high- 
est engineering standards will prevail through the complete Diesel 
installations; to this effect electrically operated auxiliaries of modern, 
simple and rugged types will be extensively used. The selection of 
main and auxiliary machinery will also be done with a view to 
standardization in order that high grade equipment may be pro- 
cured at reasonable prices. 


This policy should greatly assist the development and establish- 
ment of the related industries for as soon as standardized sizes are 
manufactured in greater number lower production costs will neces- 
sarily follow. This should further stimulate the conversion of the 
board’s vessels by private capital under the construction loan policy 
as well as the construction of motorships of greater speed and special 
types, which are not to be found in the board’s tonnage built to a 
comparatively narrow range of sizes and speeds. 


The combined effect of this new legislation and by the board’s 
policy of selling Diesel hulls at nominal prices, as well as by the 
stimulus of the board’s well correlated program, should enable private 
interests to convert these steamers into efficient motorships at some- 
what lower cost than equivalent foreign tonnage. No better notice 
could be served that the American flag is to permanently fly on 
the seven seas. 


The Shipping Board has adopted a resolution providing that, 
in awarding contracts for the conversion of vessels into motor 
ships by installation of Diesel type engines, all sections of the 
country will be given due consideration and shipyards in posi- 
tion to submit bids for such work will be given an opportunity 
to make tenders. 


The advisory committee appointed by the Shipping Board 
to assist the board in selecting the proper types of Diesel en- 
gines for installation in Shipping Board vessels held its first 
meeting June 19. The committee is composed of Admiral 
Hutch I. Cone, executive assistant to President Palmer of the 
Fleet Corporation, chairman; Angelo Conti, consulting engi- 
neer of the board, secretary; Major W. D. Styer, engineer corps 
of the U. S. Army; W. F. Gibbs, president of Gibbs Bros., Inc.; 
Commander §S. N. Robinson, of the bureau of engineers of the 
U. S. Navy; John F. Nichols, chief engineer of the Newport 
News Shipbuilding & Dry Dock Company, and C. A. McAllister, 
vice-president of the American Bureau of Shipping. The com- 
mittee organized with the selection of Admiral Cone as chair- 
man and Mr. Conti as secretary. The committee was instructed 
by the board to proceed with a study of the question of con- 
verting vessels into motor ships. 
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PORT EQUALIZATION LIMITS 

y fags of 53 2 447 ‘\The"Trafie Worle ras n Burean 

Arguments for-and against definite limits from which New 
Orleans might draw export traffic in.its competition with Texas 
ports were made June 17 in No. 12798, Galveston Commercial 
Association vs. Gulf, Colorado & Santa Fe et al., to Commis. 
sioners Aitchison, Esch and Campbell. The essence of the com- 
plaint was that because no such limits had been prescribed 
New Orleans was drawing more than a fair share of export and 
import traffic to the hurt of the complaining and other Texas 
ports. The arguments for the proposition were made by R. ¢. 
Fulbright and E. H. Thornton, for the complainants, and G. B. 
Ross, for the Gulf, Colorado & Santa Fe, which, although n2med 
as a respondent, favored the general idea. It does not serve 
New Orleans, but does serve the Texas port. 

Opposition to the idea was expressed by R. Thompson, for 
the Texas & Pacific, which serves New Orleans, but does not 
reach any of the Gulf ports. Broadly speaking, his contention 
was that the Texas & Pacific, as the circuitous line serving 
northernn Texas and southern Oklahoma, had the right to meet 
the rates of the lines having the shortest lines to ports, via 
its longer route to New Orleans, so long as it did not make 
its rates so low as to place a burden on other traffic. 

Carl Giessow, for New Orleans, said the letter of Chairman 
Hall to Senator Smith of South Carolina, chairman of the 
committee on interstate commerce, exDPlaining the significance 
of export and import rates, in connection with the agitation 
against the enforcement of section 28 of the Jones merchant 
marine law, was exactly in point of what he desired to say to 
the Commission as to the reason for export and import rates. 
He proposed reading the chairman’s letter, but Mr. Aitchison 
told him the members of the Commission were familiar with 
it. Mr. Giessow suggested that perhaps its reading would en- 
lighten some on the other side of the case, but Mr. Aitchison 
asked if Mr. Giessow was arguing the case for the benefit of 
the Commission or for the benefit of the other side. Mr. Gies- 
sow said that only by port equalization could New Orleans 
compete with New York and other north Atlantic ports on 
traffic from certain parts of the country. 

Galveston suggested, in the alternative, that if the Com- 
mission did not care to limit the area from which New Orleans 
could draw traffic, which limitation, he suggested, should be 
accomplished by the prescription of differentials on longer hauls 
to New Orleans, then that the adjustment of rates be made 
such as to enable Galveston to draw foreign business from the 
territory north and east of New Orleans. 


Mr. Fulbright said that all those concerned in the case 
admitted that at some point equalization became unjust dis- 
crimination and undue prejudice. He said that Attorney-Ex- 
aminer Mackley, who recommended the dismissal of the com- 
plaint, had not done his whole work, because the record con- 
tained suggestions as to the differentials to be prescribed, based 
on excess of the haul, New Orleans over Galveston, and that 
if he did not agree with the suggestions, it was his duty to 
suggest differentials which would be justifiable and not merely 
recommend dismissal. He said the claim that an order to re- 
move diserimination directed to the lines serving Galveston and 
New Orleans would be futile because the Texas & Pacific was 
not such a line was not well founded because the Texas & Pacific 
was a party to joint rates to Galveston and, if the shipper elected, 
he could require the Texas & Pacific to participate in the 
transportation of traffic to Galveston on such rates. In answer 
to that it was pointed out that the Texas & Pacific could com- 
ply with such an order by withdrawing concurrence in such 
rates and thereby leave itself free to make rates to New Or- 
leans governed only by the rule that the rates must not be 
so low as to cause burdens to fall on other kinds of traffic. 
In further defense of the existing adjustment, it was pointed 
out that the Santa Fe, in its anxiety to haul traffic to Galveston, 
made rates for long hauls just as much out of line, distance 
considered, as those made by the Texas & Pacific in its desire 
to obtain the long haul to New Orleans, its only port. 


MERCHANT MARINE POLICY 


Economy in the operation of the government’s vessels can- 
not furnish a complete solution to the shipping problem oF 
necessarily make it possible for private enterprise to take over 
the tonnage of the government, the National Merchant Marine 
Association said in a bulletin to members discussing the mer- 
— marine plank adopted by the Republican party at Cleve 
land. 

The association, which is preparing proposed merchant 
marine legislation for submission at the next session of Con- 
gress, called attention to the fact that the Republican conven: 
tion pledged no new legislation to aid in bringing about “4 
solution to the American shipping problem.” 

Referring. to the declaration in the Republican platform 
favoring economy and efficiency in management of the goverl 
ment fleet, the association said that, making no allowance 
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TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 
Gulf Service 


VIA 
BEAUMONT, TEXAS 
SERVING 
THE SOUTH AND SOUTHWEST 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 


LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 


Also sailings to other ports as inducement offers 





New York-Baltimore-Norfolk- 
Pacific Coast Ports 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 


WESTBOUND SAILINGS 
Baltimore New York Norfolk 
SANTA PAULA ...... June 21 June 27 June 28 
SANTA OLIVIA...... June 28 July 4 July 5 
a sca asiaceo » July 19 July 24 July 28 
THEREAFTER EVERY WEEK 
EASTBOUND SAILINGS 
San Francisco Los Angeles 
*VENEZUELA...... June 24 June 26 
SANTA MALTA..... June 28 June 30 
SANTA BARBARA... July 5 July 7 


THEREAFTER EVERY WEEK 


de G La Libertad, 
Jods mente La Liesl 
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; Claims FARES, to Los Angeles or San Francisco, FIRST CLASS, $250 and up 
ECT loadi CAR to SHIP eliminat Del 
DIR oading ° eliminates i schieines PANAMA SERVICE 


Tones eke teem eee Bills of Lading Issued Between San Francisco, Les Angeles, Mexico, Central America and Canal Zene 


S.S. SAN JUAN sails from San Francisco July 1 


and sailings about every 22 days thereafter 


PACIFIC MAIL S. 5S. COMPANY 


Telephone Mulberry 4300 5 enna St., New York Cit 10 Hanover Square, New 508 oe i. San Francisco 
elephone Mulberry Teleaene Rector 0020 y a Coneed'| Bite. Los ee ; 
General Agencies: 


B t, Buffalo, Chicago, Cleveland, Dallas, Fort Werth, Los Angeles, Minneapolis Seattle............... Hoge Building Norfolk..... 
ek ide, Femstatle, Pittsburgh, Port Newark, San Antonio, San Francisco =0—Cia|sséd:CSsCBaltimorre....... 










TRANSMARINE LINES 


Port Newark Terminal neral Offices: 
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DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON — HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 


Through bills of lading issued from Gulf Ports to Hawaii, Australia, New 
Zealand, Dutch East Indies, for Transshipment at San Francisco. 


Through bills of lading from Pacific Coast Ports to Mexico, Cuba, Porto 
Rico, West Indies, Central America, South America, Europe 


Rates quoted, bookings and other information furnished upon application. 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New Orleans, La. 


cates Bldg. SWAYNE & HOYT, Inc. 15 Moore St. 
Iveston, Texas 430 Sansome St., San Francisco, Cal. New York City 











































Ship iy Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco 
Seattle, Tacoma and Bellingham 


Baltimore, Norfolk, Philadelphia 


and New York 
FORTNIGHTLY SAILINGS 
Thru bills of lading issued to other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
gyre and Ps gen Streets, New York —* — 


sy ey , a>. Oliver age 
° Sevt itt Dennis Cthese ah puvte heath; tn, 








































1594 THE TRAFFIC WORLD 


for. depreciation or interest on its investment, the Shipping 
Board might come to the point where it could show an appar- 
ent profit on the running of its vessels, while the same ships, 
if transferred to private ownership, could receive the same 
revenue as the government’s ships and still show a loss be- 


cause of depreciation and interest costs. ‘Continuing, the 
association said: 


A more beneficial step in the interests of American shipping 
was the failure of certain interests to have inserted in the plat- 
form a pledge of the Republican party to egotiate commercial 
treaties with other maritime nations containing the terms of the 
rrmodel’’ German treaty which the Senate foreign relations com- 
mittee refused to act upon favorably at the session just ended, 
although the agreement was strongly urged by the State depart- 
ment.and was highly acceptable to international American and 
foreign interests. Under this plan, which was given the title of 
“marine reciprocity” by its proponents, the United States would 
bind itself for a period of at least ten years to give no preferential 
aid to its own shipping, thus maintaining the status quo under 
which foreign shipowners control the transportation of two-thirds 
of our imports and exports. 

Strong protests by the National Merchant Marine Association 
and other organizations against endorsement by the Republican 
party of such a plan, which would not only endanger our shipping 
in foreign commerce, but would also menace the coastwise trade 
reserved to our own vessels, on which foreign shipowners have 
long had covetous eyes. Statements that the Administration 
favored a “marine reciprocity” plank were met with a denial by 
President Coolidge that he had endorsed such a plan, and the 
matter never Came out of committee and before the Cleveland 
convention. 

This is the second. defeat this year for interriational interests 
in their campaign to bind the United States to crippling treaties; 
but other efforts will undoubtedly be made when the time seems 
propitious to effect their purpose. 


TO TRAIN BOYS FOR THE SEA 


The Shipping Board has issued instructions to district di- 
rectors of the Fleet Corporation and masters of vessels to carry 
on all: Fleet Corporation cargo vessels two deck boys who will 
replace one of the ordinary seamen now included in the author- 
ized crew lists “to make it possible for Americans to enter the 
sea profession.” The issuance of the instructions is giving 
effect to the board’s decision to open the way for American 
boys to obtain sea training. 

The instructions provide that deck boys must be under 23 
years of age and the minimum age is fixed at 18 years. Minors 
must have the consent of their parents or guardians. The deck 
boys will be paid $25 a month with the customary subsistence. 
The instructions, in part, follow: 

Masters and. officers will appreciate that the primary training 
of seamen is of great importance and will largely influence and af- 
fect the ultimate success of the merchant fleet, and that well trained 
and experienced seamen are essential to the national welfare in 
emergencies requiring increases in the personnel of the armed forces, 
transport and supply fleets. The Americanization of the merchant 
fleet makes obvious the need to create a way for American boys 
to begin a sea career, which has been difficult in the past. 

Upon masters and officers is imposed the duty of training deck 
boys and laying the foundation of discipline, essential to the suc- 
cessful development of efficient seamen. Their training will be such 
as to fit them for the higher ratings, of ordinary and able seamen and, 


as experience and ability are acquired and developed, for ratings of 
petty officers and higher. 

The ground work is of, the highest importance, and masters and 
officers will seriously regard the duties imposed upon them of in- 
suring the training of boys in seamanship, cargo work and the care 
and upkeep of the modern steamship. The condition of cargo spaces, 
maintenance of ship’s structure, expenditure of stores, the care of 
the cargo itself, are all recognized elements in the success of cargo 
carriage, for which purpose ships are constructed and operated, and 
it is desired and expected that the instructions and training of boys 
will include all of the essentials noted above, as well as in rope work 
and other features of seamanship included under the interpretation 


of “hand, reef and steer,’”’ as far as it applies to present day 
power vessels. 


RAIL LINES PROTEST DIFFERENTIAL 


Advices were received in Washington this week to the effect 
that the Illinois Central and Southern railroads, which serve 
Gulf ports, were protesting against the action of the Intercoastal 
justification for the higher rate to the Gulf and that the least 
Conference in charging a differential of $1 a ton over the New 
York rate on shipments of canned pineapples moving to Gulf 
ports from the Pacific coast. 

The rail lines claim, it was understood, that there is no 
the Gulf is entitled to is a parity of rates on that traffic. 

It was regarded as probable that a protest might be made in 
a formal way by the filing of a complaint with the Shipping 
Board under section 16 of the shipping act. 

Canned pineapples are shipped from Honolulu to the Atlantic 
coast ports via San Francisco and the Panama Canal. Efforts 
are being made to get a movement of these pineapples into 
Gulf ports at the same rates as apply to New York. 


NEW BOARD SHIPS TO HAVE DIESEL ENGINES 


Following the announcement last week by Commissioner 
E. C. Plummer that the Shipping Board intends to build two 
medium size passenger and freight liners, dependent upon 
authorization from Congress, it was learned that the plans 
include construction of Diesel engined vessels. This informa- 
tion has aroused unusual interest among shipbuilders, as 32,000 
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ton vessels, making 20 knots speed and equipped with internal 
combustion motors, will exce@il by fifty per cent any such ships 
yet attempted abroad. If these plans are approved by the 
Congress, the Board, accordingly, will build the largest motor- 
ishps in the world. The advantage of the Diesel engines 
lies in the fact that fuel consumption is about one-third of that 
of steamships, and considerably more space is allowed for 
passengers and cargo. The initial cost is about thirty per cent 
greater than for a steamship. It is estimated that the two 
liners will cost about $15,000,000 each. They are intended to 
supplement the fleet of the United States Lines and will also 
be valuable naval auxiliaries. 


LAMPORT & HOLT MERGER 


Sanderson & Son, Inc., announced this week that on July 
1 they will take over the general agency in the United States 
of the Lamport & Holt Line, operating to the Bast Coast of 
South America. David Cooke, now general manager of Lamport 
& Holt, will become co-manager and director of Sanderson & 
Son with Lloyd Bowen Sanderson. Both passenger and freight 
business are included in the merger. 

The consolidation brings Lamport & Holt into the same 
organization with the Royal Mail Steam Packet Company, the 
Pacific Steam Navigation Company and the Union Castle Lines. 

This development is regafded in shipping circles as one of 
the most important changes among the foreign lines in recent 
years. It is recalled that Lord Pirrie, who died recently while 
en route to New York, had large holdings in both the Royal Mail 
and Lamport & Holt. 


SALE OF THREE VESSELS 


President Palmer of the Fleet Corporation this week an- 
nounced the sale of three vessels for a total of $139,600. The 
General Metal Supply Company of Oakland, Calif., bought the 
Burnside, of 3,500 deadweight tons, an ex-army cable ship, for 
$7,600, on condition that the vessel be scrapped in the United 
States within one year. 

The Mallory Steamship Company of New York bought the 
Lake Galisted,.a steel lake-type cargo vessel of 4,208 dead- 
weight tons, for $64,000. 

The Clyde Steamship Company of New York bought the 
Sioux City, a steel lake-type cargo vessel of 4,208 deadweight 
tons, for $68,000. Both the lake-type ships were built in 1920. 


DRAFTS MARINE PLANK 


Commissioner Thompson, Democratic member of the Ship- 
ping Board, this week drafted a merchant marine plank for sub- 
mission to the Democratic national convention in New York next 
week. Mr. Thompson also is a member of the rules committee 
of the convention. He said the plank had been approved by 
Senator Fletcher, ranking Democratic member of the Senate 
commerce committee. 

The plank as drafted by Mr. Thompson condemns the Re 
publican administration for failure to adopt a definite shipping 
policy and also declares in favor of application of section 28 
of the merchant marine act and extension of the coastwise laws 
to the Philippines. It also declares for continued government 
operation of the merchant marine so long as such operation is 


necessary to insure farmers and manufactures adequate service 
under the American flag. 


AMERICANIZATION OF CREWS 


President Palmer of the Fleet Corporation announced this 
week that instructions had been issued to bring about greater 
Americanization of crews on Fleet Corporation vessels. Under 
the instructions, American citizens will. be given preference in 
the deck and engine crews, with aliens having intention papers 
and aliens eligible to citizenship getting second and third cot- 
sideration, respectively. All petty officers must be Americal 


citizens. In the stewards’ department, all chief stewards must 
be Americans when available. 


REVISES SHIP SALE TERMS 


The shipping board has authorized a revision in the standard 
terms of payment in connection with the sale of ships. Under 
the revised terms, when satisfactory eredit standing is estab 
lished, payment for vessels may be made as follows: 

25 per cent cash, balance in ten equal annual payments with 5 per 


cent interest payable semi-annually, secured by first preferred mort- 
gage. 


Terms of payment not exceeding five years for the sale of lake- 
built vessels, 


Interest at rate of 4% per cent when vessels are purchased under 
contract guaranteeing restricted trade route operation. 
The foregoing terms will be placed into effect immediately. 


PANAMA CANAL TOLLS 


Tolls amounting to $1,955,764 were paid by 417 commercial 
vessels passing through the Panama Canal in May, according 
to the War Department. 
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A Shipping Note in the Los 
Angeles daily press says: 


“Thirty-two years ago, while a pair 
of puffing tugs were jockeying the Nor- 
wegian full-rigged ship Ophelia up San 
Pedro’s narrow channel, there was six- 
teen feet of water at flood tide and the 
sand hills overlooking the bay were black 
with thousands of spectators. Twenty- 
five thousand people were on hand that 
day to watch the first deep-water ships 
enter the port. It had been advertised 
for weeks ahead as ‘an epochal event in 
our history.’ 


“Yesterday morning the man who was 
chief officer of the Ophelia came back 
after an absence of thirty-two years, this 
time on the bridge of one of the most 
modern cargo carriers afloat—the Nor- 
wegian motor ship Indra. But there was 
no crowd on hand to watch her come 
into a busy port, already crowded with 
deep-water ships from the ports of the 
world. She was only one of 600 which 
will visit the harbor during the month.”’ 


Let us repeat “ONE OF 600” 


Board of Harbor 
Commissioners 


City of Los Angeles 


Port of 
The Pacific Southwest 


TRAFFIC 


One of 600 






WORLD 
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Admiral Oriental L'ne vessels are equ dwg with huge cargo booms which materially 
facilitate loading and unload:ng cargo from either s'de of vessel. 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 

An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


PRESIDENT McKINLEY................... June 25 
PRESIDENT JACKSON ..................... July 7 
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Direct Freighter Service 







TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 
Lie Serer June 27 


Also Regular Sailings Direct to Foochow, Amoy, Swatow, 
Cebu, Iloilo. 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 

Chicago—Merchants Loam & Trust Bidg., 112 W. Adams S8t., Phone 
Randolph 7739 

New York—32 Broadway, Phone Broad 0580. 

Detroit—Dime Bank Building. 

San Francisco—Robert Dollar Building. 

Los Angeles—429 Pacific Electric Building. 

Portland—101 Third St., Cor. Stark. 

Seattle—409 L. C. Smith Building. 



























L. L. BATES, General Freight Agent, Seattle, Wash. 









ANAGING ACENTS 


SUIPRPIN'S. POARD 


ADMIRAL ORIENTAL [|N 


TRANS - PACIFIC SERVICE 
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Personal Notes 





J. N. Gall, general western agent of the Boston & Maine 
at Chicago, who has been appointed in charge of the off-line 
office of that road at New York, was the recipient of a lunch- 
eon in his honor by friends at the Traffic Club of Chicago, June 
13. He was presented with a Gladstone bag. 

Alex C. Johnson has been made vice-president in charge 
of traffic of the C. St. P. M. & O. Frank J. Berck has been 
appointed general purchasing agent. 

J. L. Amos has been made assistant traffic manager of 
the Union Pacific, with headquarters at Salt Lake City. A. V. 
Kipp has ben made assistant traffic manager at San Francisco. 
A. E. Hobbs has been appointed assistant general freight agent 
at Salt Lake City and H. E. Godwin has been appointed gen- 
eral freight agent, with headquarters at the same place. 

Massey McDuffey has been appointed traveling freight 
agent of the Norfolk & Western at Little Rock, Ark. G. C. 
Childress has been made soliciting freight agent at Bristol, 
Va.-Tenn. 

John B. Baker has been made superintendent of stock 
yards, of the Rock Island, at Kansas City. L. S. Cook has been 
appointed general agent, freight traffic department, at El Paso. 

C. F. Mullanaphy has been made traveling freight agent 
of the Transmarine Lines at New York. J. R. Hodges has been 
made commercial agent at Dallas, Tex. 

Freeman Bradford has been appointed secretary-traffic man- 
ager of the Sioux City Grain Exchange, Sioux City, la. 

Frank G. Ocasek has been made commercial agent of the 
Monon, with office at Chicago. ; 

Don Rush Patterson, manager of coal traffic, Chicago & 
ee Illinois, died, at Chicago, June 11, after a long period 
of illness. 


A. B. Sutton has been appointed commercial agent of the 
Gulf, Mobile & Northern at Detroit. 

G. Ruhr has been made general agent of the Southern 
Pacific, with office at Hamburg, Germany. 

T. W. Partlan has been appointed general agent of the 
Virginian Railway at Pittsburgh. 

The announcement of E. G. Heilbronner’s appointment as 
general manager of the Atlaas Traffic Service Corporation as 
received by and published in The Traffic World, June 14, 
omitted the address of that corporation, which is Chicago. 

F. A. Butterworth, assistant general freight agent of the 
Pere Marquette, in Chicago, died this week of pneumonia, fol- 
lowing an operation for appendicitis. 

J. E. Sheedy, vice-president of the Fleet Corporation in 
charge of operations, has obtained a leave of absence on ac- 
count of his health. He was ill last spring and returned to 
work before he had fully recovered, it was said, at the offices 
of the Shipping Board, and his physicians advised him to take 
a rest at this time. 

Charles Frederick Williams, formerly president of the Asso- 


ciation of Railroad and Steamboat Agents, died at Wollaston, 
Mass., June 17. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of New England will hold its annual out- 
ing at the club house and on the grounds of the United Shoe 
Machinery Corporation Athletic Association, June 24. A pro 
gram of golf, tennis, track events, tennis, bowling, quoits and 
baseball has been arranged. There will be a concert by the 
United Shoe Machinery Corporation Band at 6 o’clock, fol- 
lowed by a dinner at 6:30. 





The Norfolk and Portsmouth Traffic Club met at dinner 
June 13. Major S. Heth Tyler, councilman-elect of the city of 
Norfolk, spoke on “Consideration for the Other Fellow.” The 


Traffic Club of Richmond, Va., will visit Norfolk on its annual 
outing, June 20 and 21. 





The Indianapolis Traffic Club will hold its “C. lL & W. 
Day” in the form of an outing at Turkey Run, near Marshall, 
Ind., June 26. A program of athletic events will be held in the 
afternoon, followed by a chicken dinner. 





The Traffic Study Club of Akron will hold a picnic on the 
private picnic grounds of the B. F. Goodrich Company at Rex 
Lake, June 28. There will be a tug of war, horseshoe pitch- 
ing and a baseball game between the industrial and railroad 
members, followed by a barbecue supper. 





The Mobile Traffic and Transportation Club, at its meet- 
ing June 12, voted to make application to the Associated Traffic 
Clubs of America for membership. Officers of the club are: 
President, H. E. Warren, manager, P. & S., G. M. & N. Rail- 
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road; first vice-president, J. H. Patterson, F..C..A.,..M. & 0, 
Railroad; second vice-president, W. A. Benson, president of 
the Mobile Paint Company; secretary, T. C. Schley, statistician, 


G. M. & N. Railroad; and treasurer, C. G. Lang, C. A., Missi. 
sippi Central. 





The Traffic Club of Cleveland held its outing and annual 
meeting at Conneaut, O., June 16. Officers elected are: Pres. 
ident, A. Z. Baker, traffic manager of the Cleveland Provision 
Company; first vice-president, Frank G. Maus, D. F. A., the 
Pennsylvania; second vice-president, J. W. Montigney, traffic 
manager, Rollin Motors Company; secretary, R. A. Mormon, 
secretary, Doyle & Waltz Company; treasurer, M. B. Schoene. 
weg, traffic manager, Bourne-Fuller Company. Members of the 
board of governors elected are: W. H. Benham, general agent, 
the Union Pacific; Grant Wyrick, general agent, the Santa Fe; 
J. F. Potts, traffic manager, Kelley Island Lime & Transport; 
A. Weaver, traffic manager, Patterson-Sargent Company; and 
H. R. West, traffic manager, the Jordon Motor Company. 





The Birmingham Traffic & Transportation Club met at 
luncheon June 9. H. T. Lively, general claim agent of the 


L. & N., and J. L. Edwards, assistant to the receiver of the 
A. B. & A., were speakers. 





The Traffic Club of Atlanta met at luncheon June 16, 


Tickets were prepared for the annual election to be held 
June 30. 





The Traffic Club of Jacksonville, Fla., held the first of its 
summer luncheons June 14. J. P. Ingle, manager of the Jack. 
sonville Traction Company, was the speaker. 





The Paris (Tex.) Traffic Club held a mock hearing June 
10. The complainant—J. B. Hamman, doing business as the 
Box Factory of Paris—alleged that the rate on egg crates, from 
Paris to Chppewa, Kan., over the X. Y. Z. railroad, was unjust 
and unreasonable in comparison with the rate from Paris to 
Arabella, Kan. The distance in the first case was 490 miles 
and the rate was 48 cents, while the second distance was 512 
miles and the rate 36 cents. G. S. Gibson, traffic commissioner 
of the Paris Chamber of Commerce, acted as examiner. 





The Traffic Club of Nashville met May 26. Charles Bar. 
ham, chairman of the Southern Freight Association, talked of 
the relationship between the shippers, the railroads, and the 
government. He said questions that shippers desired to have 
answered, in regard to how the books of the railroads were 
kept, whether or not the roads were efficiently operated, and 
as to what was the total value of the roads, could be answered. 
He said the law provided for the method of keeping the car- 
riers’ books and that these were open for inspection at all 
times. To show the efficiency of the roads, he gave figures 
arrived at by economists working for the last twenty years. 
They found that output per man employed had increased in 
that time 100 per cent in manufacturing, 136 per cent in min- 
ing, 133 per cent in farming, and 147 per cent in railroading. 





The Traffic Club of the Jamestown (N. Y.) Chamber of 
Commerce held its last regular dinner-meeting of the season 
June 18. The Industrial Traffic Club of the Niagara Frontier 
was the guest of the Jamestown Club, and members and guests 
were taken on an automobile trip around Chautauqua Lake. 
Dinner was served at Lakewood, after which Donald O. Moore, 


traffic manager of the Pittsburgh Chamber of Commerce, spoke 
on “Freight Rates vs. Paper Marks.” 


UNDELIVERABLE MERCHANDISE 


Amended regulations pertaining to undeliverable mer 
chandise in post offices at division headquarters of the railway 


mail service have been issued by John H. Bartlett, first assistant 
postmaster general. They are as follows: 


Beginning July 1, 1924, undeliverable articles of merchandise 
found loose in the mails and sent to post offices at division head- 
quarters of the Railway Mail Service, consisting of automobile tires 
uninsured when deposited for mailing, shall be held for 30 days 
only awaiting reclamation and then disposed of by public sale. Other 
uninsured articles found loose in the mails from ordinary parcels 
shall be held for two months only before disposal by atiction. The 
contents of insured and C. O. D. parcels, however, shall be held as 
formerly for six months awaiting inquiries therefor. : P 

Record shall be kept of the address and contents of third-class 
matter of apparent value and of valuable fourth-class matter not 
of a perishable character received in post offices at division head: 
quarters of the Railway Mail Service, and such as cannot be delivere 
or restored to sender shall be held as follows: 

Uninsured, inclosing automobile tires, 30 days. e 

Ordinary uninsured parcels of domestic origin, for two months, 

Insured and C. O. D. parcels, for six months. : il 

At the expiration of the several periods named, the articles she 
be disposed of by auction, after which no claim for reclamation W 
be considered. 

P The amended regulations affect only the disposal of undeliverallt 
articles in the Division of Dead Letters and in post offices at 
respective division headquarters of the Railway Main Service. 
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STORAGE | DISTRIBUTION 


Cold Storage ang Wy 
y Ma arket 2rehoy 
quincy Se Co. 


GEORGE 8S. LOVEJOY 
Manager General Storage Department 


178 Atlantic Avenue 
Boston, Mass. 


SERVICE 
DEPENDABILITY 








SUMMER STREET STORES ALBANY TERMINAL STORES 
Direct connection with New York, New Haven Direct connection with Boston & Albany 
& rtford Railroad. Railroad. 
Capacity, 2,000,000 cubic feet. Capacity, 1,480,000 cubic feet. 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 


MISSISSIPPI 








14 Buildings i in Downtown Wholesale District { for Merchandise Storage 
L. C..L. Shipments via all R. R. Lines without cartage. Insurance rates as low as 17 cents 


SECURITY WAREHOUSE C0., MINNEAPOLIS 
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SOUTHERN PACIFIC TO BUILD LINE 
The Trafic World New York Burean 


A standard main line through Phoenix, Ariz., in order to 
put that city on one of the two main lines which the Southern 
Pacific will have through Arizona, when it completes its merger 
with the El Paso & Southwestern, will be built by the Southern 
Pacific, according to a statement from President William Sproule. 
It is understood that about $10,000,000 will be spent on the 
work. 

The agreement signed between Julius Kruttschnitt, chair- 
man of the Southern Pacific, and President T. M. Schumacher 
of the El Paso & Southwestern, specifically covers this -con- 
struction and provides for its completion in two years. The 
present El Paso line to Tucson will be connected with the 
Phoenix & Arizona Railroad, a branch of the Southern Pacific, 
which wlil be improved to main line standard. This line will 
then be extended to meet the present main line of the Southern 
Pacific at a point near the California boundary. On this point 
President Sproule said further: 


As the El Paso & Southwestern operates the 331 miles of railroad 
east of El Paso (that is, between El Paso, Tex., and Tucumcari, New 
Mex.), which provides the only connecting link between the Southern 
Pacific and the Rock Island lines, it will be seen that it is an in- 
dispensable part of the existing through route and channel of trade 
and commerce between southern California, Arizona and Chicago, such 
as the law has commanded to be preserved, and thus the steps that are 
being taken are in harmony with and in furtherance of the tentative 
plan of the Commission. 


MEN FAIL TO APPEAR 


Representatives of the Brotherhood of Locomotive Engi- 
neers and the Brotherhood of Firemen and Enginemen failed 
to appear at the hearing set for June 20 before the Labor 
Board, to express their grievances against approximately 85 
per cent of the western railroads in the matter of wages and 
rules. 

The board took jurisdiction over .he dispute about a month 
ago, when, after a number of conferences, it was informed that 
no settlement could be reached and that an interruption of in- 
terstate commerce threatened. The engineers and firemen 
sought to have granted them the wage increase obtained by the 
employes in the New York Central settlement, which was an 
increase of about 5 per cent, and, in some instances, slightly 
more. 

At the opening of the hearing, W. M. Jeffers, chairman of 
the conference of managers, was asked for a brief resume of 
what had been done by the carriers in their attempt to reach a 
settlement. He told of the formation of the conference of mana- 
gers and of its inabiilty to reach a settlement with the men 
because they came to the conferences with only an increase in 
wages in view and were not willing to discuss any change in 
working rules. He said the conference of managers took the 
position at that time and now that there was no money for 
anybody, with the carriers in their present condition. He said 
the conference of managers had offered to throw open all the 
working schedules on the roads involved and to consider 
changes, but the men refused to negotiate. 

The board made the statement that, in view of the absence 
of the representatives of the men and because of the im- 
portance of the questions involved, it would continue the hear- 
ing until such time as the organization representatives could 
be made to appear. It was stated, following the hearing, that 
efforts would be made to get the men to come before the board, 
and, if these failed, it might be necessary to subpena the repre- 
sentatives. A. O. Wharton, member of the board, said in the 
brief hearing that the board had had to continue a hearing at 
one time when the railroad representatives failed to appear, 
and later had to resort to a subpena, and that it felt it was 
justified in pursuing the same course in this case, if it proved 
necessary. 

W. M. Jeffers, in a statement following the hearing, em- 
phasized the point that there was no money to be had for any- 
one and that discussion of rules would be of little value without 
some money in prospect. 


WAGE AGREEMENT DISPUTE 


Abrogation of the “Chicago Memorandum of Agreement’— 
a set of rules governing wage questions, working rules, and 
methods of procedure in disputes between employes and the 
roads in the Chicago switching district—as formulated in De- 
cember, 1919, was protested by representatives of the Brother- 
hood of Railway Trainmen in a hearing of the dispute between 
switchmen and lines within the switching district, before the 
Railroad Labor Board, June 17. 

Representatives of the carriers expressed surprise that 
they were asked to appear, since most of them claimed to have 
no differences with their employes, and certainly nothing that 
appeared likely to interrupt interstate traffic. 

John Bannon, vice-president of the B. of R. T., said the 
reason the organization had sought to have the representatives 





of nineteen different roads in the Chicago district summoned 
was that the “Chicago Memorandum of Agreement” had been 
abrogated, not according to its provisions, and that it had not 
been followed in the matter of methods of procedure. He gaiq 
the agreement ‘provided for a “conference of managers” to be 
met by the men when questions arose. Several months ago, 
he said, when the organization asked that the roads have 
their representatives in the “conference of managers” meet with 
representatives of the men to settle disputes, the roads, in q 
number of cases, replied that the conference was no longer 
extant. 

C. C. Hine, general solicitor of the Monon, said it was the 
position of that road that the transportation act of 1920 had 
nullified all preceding agreements and that it was not neces. 
sary for the “conference of managers” to continue. 

E. H. Bremerman, assistant to the vice-president of the 
Burlington, pointed out that one of the provisions of the Chi- 
cago memorandum was that, following its adoption, it should 
be written into the schedules and agreements of the roads. This 
had been done by the Burlington, he said. Representatives 
of other lines indicated that many of the provisions of the 
agreement were now in operation. Wages had been affected, 
they said, by general changes and were no longer governed 
by the agreement. 

Mr. Bannon brought out the point that the agreement had 
applied to lines in so far as their yards and employes in 
the switching district were concerned, and that schedules for 
the systems were entirely different; that is, if one road had 
a system agreement, the “Chicago memorandum” was not 
affected by it, but provided rules for conditions on that sec. 
tion of each system within the district. 


LUMBER SHIPMENTS 


With 369 of the larger commercial sawmills of the country 
making comparable weekly reports for the week ending June 14, 
says the National Lumber Manufacturers’ Association, produc- 
tion and new business showed an increase, while shipments de- 
creased somewhat, compared with similar reports of 348 mills 
for the preceding week. As compared with the corresponding 
week in 1923, there was a slight increase in new business, and 
a considerable decrease in production and shipments. 

Unfilled order reports were not received from the Southern 
Pine mills, but 120 West Coast mills showed a total order file 
at the end of last week of 256,286,855 feet, as against 252,667,283 
for 119 mills a week earlier. 


Altogether, the 369 comparably reporting mills had ship 
ments of 91 per cent and orders of 85 per cent of actual pro- 
duction. For the Southern Pine mills these percentages were 
respectively 98 and 94; and for the West Coast mill 100 and 94. 
Of the comparably reporting mills, 344 (having a normal pro- 
duction for the week of 218,353,643 feet, reported production 98 
per cent of normal, shipments 91 per cent and orders 85 per cent 
thereof. 


The following table compares the national lumber movement 
as reflected by the reporting mills of seven regional associations 
for the three weeks indicated: 


Preceding 

Corresponding week, 

Past week. week, 1923. 1924 (rvised). 

MND: BX wtucacere 9% pl eee nk wan ae 369 380 348 
po eee ae 231,442,358 256,459,537 225,911,878 
BRE iS re 209,858,822 232,023,819 222,712,571 
coo ber ee rksn oe ee dares 196,192,014 194,504,323 185,758,287 


The following figures compare the reported lumber move 
ment for the first twenty-four weeks of 1924 with the same 
period of 1923: 





Production. Shipments. Orders. 
BE sé sido abba 0 ahah ie 5,671,835,064 5,592,729,506 5, 220,715,837 
_ a eee eee 5,612,967,733 6,014,873,359 5, 702,618,093 
1924, increase ........ 58,867,331 OS AS. TS ere 
BET I 228 oc | aatopte names 422,143,853 418,902,256 


The mills of the California White and Sugar Pine Associa 
tion make weekly reports, but they are not comparable in respect 
to orders with those of other mills. Consequently, the former 
are not represented in any of the foregoing figures. Thirteen of 
these mills reported a cut of 10,821,000 feet last week, shipments 
5,968,000, and orders 5,730,000. The reported cut represents 25 
per cent of the total of the California Pine region. 


PARCEL POST TO BELGIAN CONGO 


Paul Henderson, Second Assistant Postmaster-General, has 
issued the following: 


This department is in receipt of information that parcel-post serv 
ice to Belgian Congo via Belgium has been restricted to Banana, 
Boma, and the district of Mayumbe, and other places situated on the 
Congo River as far as the port of Matadi, for a period of several 
months owing to unusual congestion\at Matadi, making it impossible 
to dispatch parcels beyond that point. 

The above modifies items “Belgian Congo (via Belgium)” appeal 
ing on pages 173, 180, and 189 of the annual Postal Guide for 1923. 


Vol. XXXIII, No. 25 


June 





ntry 


nills 
ding 
and 


hern 
file 
| 283 


ship- 
pro- 
were 
1 94. 
pro- 


cent 


15,837 
18,093 


102,256 
socia- 
spect 
yrmer 
en of 
nents 
ts 25 


|, has 


- serv- 
anans, 
on the 
everal 
ossible 


ppear- 
923. 


June 21, 1924 THE TRAFFIC WORLD 1599 


A NEW PACKAGE FREIGHT SERVICE 
ALL VESSELS REFRIGERATED 


MINNESOTA-ATLANTIC TRANSIT COMPANY 


LAKE-AND-RAIL ROUTE—Fastest serv'ce Eastbound and Westbound. Westbound L. C.L. shipments making practically same time as c. 1. sh’ pments. 
Sailings every other day. 








ALL-WATER ROUTE—9 and 10 day service. Sailings every other Saturday. 


ASK FOR RATES AND DETAILS 
MINNESOTA-ATLANTIC TRANSIT COMPANY 


: AGENTS 
shat iia pervert: baits & My it Meeepetns it poaane 
7 ildi i . a . » G. A., erchan a 
McDougall Terminal Building, Duluth, Minn. Gin Se oe eee. ng 
W. S. Jenks, Manager A. R. Sheff, G. F. A. New York City {fy 4) teccy, “astern Agent, }17 State Street, 







MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 


STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES | 
POOL. CAR DISTRIBUTION 


Reasonable Rates - Lowest Insurance - Prompt Service 

















Mr. Manufacturer: Your warehousing and distribution 


“problems made easy in our Warehouses 


MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 
General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 
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RAILROAD OWNERS ORGANIZE 
The Trafic World New York Bureau 


A nation-wide organization of owners of railway securities 
was launched in New York this week to protect their interests in 
legislation and before the Commission. The body will be known 
as the Railroad Owners Association and will have permanent 
headquarters at 801 Hibbs Building, Washington, D. C. 

The new association hopes to include in its membership 
practically all of the million investors in railway securities in 
the United States. Preliminary steps have been under way for 
several months. An ,organization committee, subject to further 
expansion, was named as follows: Floyd Mundy, of James H. 
Oliphant & Co., chairman; J. D. Shatford; A. S. Pierce, Sum- 
mit, N. J.; Frederick Halsey, of Harvey Fisk & Sons; and J. V. 
Ryan, of New York. Representatives from every large city in 
the country will be named later. 

In a statement announcing the formation of the association, 
the committee said the security owners had not been properly 
considered in Washington, that through legislation and the acts 
of the Commission the railroads in the northwest, as an instance, 
had had their income reduced fifty per cent through lower 
freight rates, and that the value of their securities had been 
depreciated 60 to 65 per cent. The committee asserts that the 


owners are morally and legally entitled to a fair return on their 
investment. 


MINNESOTA GRAIN RATES 


The Trafic World Washington Bureau 


The old question of rates on grain and grain products, 
from Minnesota and the near northwest via Lake Michigan 
ports to the east, has again become acute on account of the 
filing by the Minneapolis & St. Louis of its I. C. C. B-592, 
and a supplement thereto, establishing the same rates via 
Lake Michigan ports, in connection with the Great Lakes 
Transit Corporation, as are in effect via Lake Superior ports 
and that lake carrier, for application on grain and grain prod- 
ucts from Minneapolis and Minnesota Transfer, with milling 
in transit at southern ‘Minnesota mills, effective June 23. 

Protest against the tariff, with a request for suspension, has 
been made by the Great Lakes Transit Corporation. At the 
time that company protested it was understood that objection 
would be made by the southwestern millers, although the 
Minneapolis & St. Louis claimed its proposal would not affect 
the millers in that part of the country. 

Among the points made by the Great Lakes Corporation 
was that the tariff was filed without consultation with it, 
although it was to be one of the parties to the transporta- 
tion; that in September, 1923, it had been allowed to in- 
crease rates from Lake Michigan ports two cents per 100 
pounds because, on an equality of rates with those from Lake 
Superior ports, it was losing money; and that even on that 
two-cent increase allowed less than a year ago, it was not 
making enough to pay the out of pocket cost of the Lake 
Michigan service, which it had resorted at the earnest re 
quest of Lake Michigan port interests. 

The Minneapolis & St. Louis, holding the power of at- 
torney to file for the Great Lakes Transit Corporation, con- 
tended that the millers in southern Minnesota dependent 
upon it for transportation were also losing money, because 
they were required to pay two cents more than their com- 
petitors at the Twin Cities, in undertaking to market their 
products in the east. The railroad said that it, too, was losing 
revenue, because the millers on its line were not able to 
compete on terms of equality and that unless relief was given 
before the beginning of the movement of this year’s crop, 
they would be in a bad way. 
Corporation and eastern lines had been consulted and that 
the only reason the matter had not been adjusted before was 
because at one of the consultations some of the carrier’s repre- 
sentatives had failed to bring the authorization to put into effect 
the adjustment those interested had understood would be 
made operative in time for the handling of this year’s grain 
crop. 


N. Y. RAIL-SHIP FACILITIES 


The Trafic World New York Bureau 


Plans for thé consolidation of the floating facilities of 
the railroads serving New York harbor are being pressed by 
the Port of New York Authority, which intends using. them 
in a unified manner to meet the transportation needs of the port. 
The carriers are cooperating in the request for facts concern- 
ing their equipment and requirement. The Port Authority is 
proceeding under the enabling act which provides that the 
“terminal operations within the port district, so far as econom- 
ically practicable, should be unified.” Floating equipment is 
specified as coming under the classification of operations. 

Most of the floating equipment of the railroads is used 
in the transportation of freight and passengers across the 
Hudson from the Jersey shore to Manhattan, Brooklyn and 


It said that the Great Lakes 
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Staten Island, and many of the railroads have their terminals 
on the west shore. The New York Central, Lackawanna, Brie 
and Lehigh Valley control a large part of the floats, lighters ang 
barges, which. they have operated for many years, and with 
which they have made arrangements for serving other carriers, 
There is a difference of opinion among the railroads, varying 
with the success they have achieved in harbor operations, as 
to the necessity for unified operation under the Port Authority 
plan. 

The intention of the Port Authority is ultimately to have 
most of the harbor transportation handled by means of tup. 
nels, but this is not immediately practicable because’ of the 
great cost of construction. For this reason the Port Authority 
is directing its attention at present to unified operation of the 
floating facilities. The plan proposed is simlar to that employed 
with regard to Belt Line No. 13, in which the railroads have 
joint ownership. 


PROTEST OVERLOAD RULE 


The National Retail Coal Merchants’ Association, at its 
seventh annual convention at Bluefield, W. Va., adopted the fol- 
lowing resolution: 


Whereas, There is in existence on many of the transportation 
lines a rule which permits the over-loading of open top cars up 
to 10 percentum above the marked capacity with a minimum 
of the marked capacity and there is in service much equipment 
on which this overload cannot be placed except by rounding up 
to such a height that coal will roll off and also invites pilfering 
as well as increasing the hazardness of operating trains. 

Therefore be it resolved, That the rescinding of the 10 per- 
centum overload rule and the substitution thereof of a rule which 
will provide for a minimum of 10 percentum less than the marked 
capacity and a maximum of the marked capacity with the peak 
of the load not to exceed 12 inches above the sides of the car, will 
result in a great saving and be very profitable to all parties 
interested in the transportation and sale of coal. 

The Resident Vice-President is hereby instructed to send 
copies of this resolution to the American Railway Exchange, the 


National Coal Association, The Traffic World and all coal trade 
publications. 


REPEAL OF MESSAGE TAX 


The Bureau of Internal Revenue in a statement explaining 
the effect of the revenue act of 1924 has announced that, effec- 
tive midnight, July 2, the tax on telegraph and telephone mes- 
sages, will no longer be imposed, the tax having been repealed 
by the new act. The tax is 5 cents for a message the charge 
for which is 14 cents and not more than 50 cents, and 10 cents 
if the charge is 50 cents. 


COMMENDS “HANDS OFF ACT” 


Julius H. Barnes, president of the Chamber of Commerce of 
the United States, commenting on the recent session of Con- 
gress in a letter to members of the Chamber, said the following 
with reference to the transportation act: 


There was no amendment of the transportation act, even in 
respect to its labor provisions or its direction that as far as possible 
rates to be framed to allow a fair return on investment. This 
Chamber, which after 12 months of painstaking investigation, recom- 
mended by referendum further trial under the provisions of the act 


before alterations of any kind, feels gratified that this has been 
the outcome. 


INTERLOCKING DIRECTORATES, ETC. 


Harold S. Vanderbilt has’been authorized to hold the pu 
sitions of director of the Chicago & North Western Railway 
Company, New York Central Railroad Company, Pullman Com: 
pany and numerous other roads subsidiary thereto. 

Stephen Birch has been authorized to hold the position of 
director of the Chicago, Burlington & Quincy Railroad Company 
in addition to positions previously authorized. 

Various officials of the Atchison, Topeka & Santa Fe Rail: 
way Company have been authorized to hold a directorship 
and or any office or offices with the Salina & Santa Fe Railway 
Company in addition to those positions previously authorized. 

Harry W. Nethken has been authorized to hold the post 
tions of director, vice president and general manager of the 
Pittsburgh & West Virginia Railway, and director and vice 
president of the West Side Belt Railroad Company. 


UNION PACIFIC BETTERMENTS 


The budget for improvements of the Union Pacific for this 
year has been made public by President Carl R. Gray. The 
cost will be above $29,500,000, compared with $28,500,000 in 
1923. New construction and equipment constitute a large 
part of the program. The new construction includes 4 4 
mile second main line through Boise, from Orchard to Nampa, 
Idaho. A 98-mile line will be built from Rogerson, Idaho, to 
Wells, Nevada, for which a contract has been let, giving 4 
short line from Idaho to California. A 30-mile line will 
buit from Crane to Burns, Ore. 
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Questions and Answers 


In this department will be answered questions of both legal and 
nature that confront persons dealing with traffic. A specialist 

on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. traffic man of long experience 


and wide knowledge will aoa Se relating to practical traffic 


lems. We do not desire to the place of the traffic man but to 
me toy in his work. 


right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 


dress Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


Switching—Right of Private Industry to Allow Strangers to Use 
Its Tracks for Unloading Cars; and Question as to Duty of 
Carrier to Perform Switching of Cars Belonging to Such 


Strangers, from Connecting Lines to Such Private Industry 
Tracks. 


Ohio.—Question: Is the following practice permissible or 
illegal? A coal company is located on the “A” railroad 
and have a siding which is built on the ground owned by 
the coal company and the driveway approaching the track is 
entirely on property owned by the coal company. This coal 


company is listed in the Reciprocal Switching Tariff. A con- 


tracting firm makes arrangements with the coal company 
whereby they have their lumber, cement and gravel consigned 
to themselves, care of the coal company, or to the coal company 
direct for their unloading and will pay, say, $2 per car for 
this privilege. On cars arriving via “A” railroad, no question 
is raised by “A” railroad, the cars being set on the siding the 
same as cars intended for the coal company. However, if a 
car arrives via “B” railroad, consigned to the coal company, 
the commodity being intended for the contracting firm, for 
construction work in the vicinity of the siding in question, it 
is the policy of the “A” railroad to investigate whether the 
shipment is for the coal company themselves or for the con- 
om. ay company, in order to get delivery on the coal company 
racks. 

In the latter case, the “A” railroad threaten to take out the 
siding, claiming that the practice is illegal. The construction 
company desires to give a road haul to “B” railroad on some 
of its shipments. However, the coal company want to know 
if the practice explained above is legal, or if they will be sub- 
ject to the penalty of having their siding taken out, for being 
parties to the arrangement of having the construction company 
bill goods in their name or in care of their name in order that 
the construction company might get delivery on their siding. 

Answer: Generally, the rights of the carrier and the ship- 
per, with respect to private sidings, depend upon the contract 
under which such siding is operated. If your siding is oper- 
ated under agreement with the carrier it would be well to 
examine it with a view to determining whether under its terms 
you have the right to allow strangers to unload cars thereupon 
and whether the carrier has a right or duty to place cars for 
strangers thereupon. Of course, in the absence of tariff objec- 
tions, if the parties mutually agree that strangers’ cars may be 
handled on such private sidings, the contract is not breached. 
From a tariff standpoint, it is necessary to determine in what 
manner switching service is “published” or held out to the 
shipping public with respect to such private siding. If the re- 
ciprocal switching tariff, for example, provides for deliveries of 
cars from connection with road “B” to coal company’s private 
track, and the “track” is made the subject of the tariff provi- 
sion and not the coal company itself, then there is a holding 
out of a switching service by road “A” for any or all consignees 
who may elect to have their cars switched from road “B” to 
such private coal company track. If the tariff merely provides 
for switching cars to such track when such cars “belong to” 
or “the ownership of which” is with~the coal company, then 
no others may have cars switched to that track, and the prac- 
tice of strangers consigning their shipments to the coal com- 
pany in order to defeat the “ownership” provision of the tariff, 
would be of no avail. Ordinarily, however, reciprocal switching 
tariffs are not conditioned upon the cars belonging to the con- 
signee in whose name the track itself is operated. 


As to deliveries by road “A” to the private siding when 
cars are consigned to strangers, inasmuch as the coal company 
and road “A” may mutually agree for such deliveries and such 
deliveries are not at all dependent upon tariff provision, there 
does not seem to be anything irregular, when the coal company 
consents to the arrangement, in road “A” making such deliv- 
eries, because it is not necessary to publish the names of 
private industries entitled to local delivery service in a switch- 
ing tariff before deliveries on their tracks may be lawfully 
made. Shipments consigned to road ‘“A’s” station are entitled 
to be delivered at all points within the environs of that station, 
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local to road “A.” Keonig Coal Co. vs. H. V. Ry., 63 I. ¢. 
392. But when the switching service is to be performed from 
road “B’s” interchange to private tracks on road “A,” it be 
comes a matter of tariff provision. If the contract between the 
coal company and the carrier is such that the carrier has no 
right of its own to deliver cars thereupon, even though it pub. 
lishes a tariff holding out such service to the public, it is vio. 
lating its contract. If it does publish a basis for switching from 
road “B” to such “track,” the stranger may demand delivery 
upon such track because the tariff does not restrict the service 
to individual shippers. Bartlett Hayward Co. vs. B. & O., 40 
I. C. C. 151. In this case the Commission held that with respect 
to interstate traffic, while the carrier holds itself out to make 
deliveries upon Knickerbocker Company’s private track and does 
not restrict that service by tariff provision to shipments cop. 
signed to or for the use of the Knickerbocker Company, that 
service is open to the public, regardless of the private con- 
tractual arrangements between the parties. It stated, also, that 
in view of there being no restriction in the tariff as to “who” 
would be entitled to have the cars placed upon Knickerbocker 
Company’s private track, if the carrier granted that service 
to one and not to another, including strangers to the Knicker. 
bocker Company, it would be unjust discrimination within the 
meaning of the interstate commerce law. The Commission said: 


If the carrier recognizes the right of a track owner to accord 
the use of its siding to one shipper the carrier must treat alike all 
users of the siding. 


It held that the question of the legal right of road “A” to 
refuse to perform such service (impliedly due to the contractual 
provisions under which the private track is operated) was not 
before it for determination, yet adhered to the tariff provision. 
It also adhered to the tariff “holding out” in Bruer Bros. ys. 
Cc. M. & St. P., Unrep. A-802. 

In Hocking Coal Co. vs. K. & M., 44 I. C. C. 392, the Com- 
mission recognizes the right of a carrier to make contracts with 
connecting carriers for the privilege of placing cars upon such 
private sidings, and the right of the first carrier (road “A”) 
to refuse to open those private sidings to other carriers and 
other shippers, and to refuse to allow the private industry on 
such siding to breach its contract for the purpose of allowing 
its competitor to secure the business of that industry. In that 
case, however, there was no tariff provision authorizing such 
reciprocal switching service, as there was in the Bartlett-Hay- 
ward case. 

‘It would seem, therefore, that where the reciprocal switch- 
ing tariff publishes charges and services from road “B” to coal 
company’s track on road “A,” the stranger may rightfully use 
such track on consent of the coal company, as it did in the 
Hayward case; it would also seem that such tariff provision 
in conjunction with the consent of the coal company would be 
tantamount to an agreement which would estop the carrier from 
proving a violation by the coal company of the contract for 
the operation of the track. We know of nothing which would 
prevent road “A,” however, from amending its tariff in such 
way that only those cars contemplated by the private contract 
could be placed upon such track. In that event, or if your re 
ciprocal switching tariff is so worded that only cars belonging 
to the coal company may rightfully be placed thereupon, we 
hardly think you could compel the carrier to continue to switch 
ears from road “B” to the coal company’s track. 

In view of the fact that the carrier does not have to open 
its terminals for all shippers desiring to use a competing line, 
in the absence of public necessity therefor, it might accomplish 
its purpose of protecting its terminals from such use by cancel- 
ling the coal company track from ‘the reciprocal switching tariff 
and in so doing advance as its reason that the coal company was 
in effect opening up its terminals for the benefit of its com 
petitor. We do not believe there would be any grounds on 
which the carrier could justify taking out its connection with 
the private track, or taking out the track itself. Where the 
carrier has provided ample team track facilities for third par 
ties, we do not think the private industry could convert the 
track installed for its use into a public team track for the 
carrier and thus compel it to switch cars for everybody 
such track, but this could be avoided by the removal of such 
industry track from the reciprocal switching tariff. 
Transfer Charge Where Shipper Appropriates Car for Reloading 

Tennessee.— Question: In looking over Supplement No. 16, 
Leland’s Southwestern Line Tariff No. 110-A, applying on lum 
ber, carloads, ete., from points in Arkansas, Louisiana, Missis- 
sippi, Missouri, Oklahoma and Texas, to various C. F. A., Trunk 
Line and New England points, I notice on page 29, Item NO. 
90-A, the following note (Also Item 85-A, L, & A. R. R.): 


L. R. & N. R. R.—Contents of cars loaded out of route thro 
fault of shipper will be transferred and a charge of $6.30 will ‘0 
assessed to cover cost of transfer and other services incident theret? 


Will you kindly give your opinion as to whether or not this 
clause can be enforced by the carriers. 


Answer: Presumably the rules in question are intended 
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Where his markets or sources of supply 
are located, makes little difference to 
the manufacturer with a factory or 
warehouse at PORT NEWARK. With 
seven of America’s greatest railroads 
and the ships of the seven seas literally 
meeting before his very doors, he is able 
to buy and sell in any part of the world. 
And he is assured of the quickest, cheap- 
est, most direct transportation facilities 
to be found anywhere in America. 


Moreover, if he wishes to outstrip his 
competitors in the richest markets of 
the east, he can deliver his goods within 
twenty-four hours by motor truck to the 
greatest buying centers of the Atlantic 
Seaboard from Boston to Baltimore. 
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Canton, Ohio, or Canton, China 


Aside from its unequalled transporta- 
tion facilities, PORT NEWARK has 
many strong attractions for the pro- 
gressive manufacturer. It affords an 
opportunity to locate within the limits 
of metropolitan New York, at a cost 
for land or rentals far below any others 
in that district. Its land is scientific- 
ally laid out for industrial requirements, 
taxes are reasonable, labor is abundant, 
and the climate favors year ‘rqund 
operation. 


Complete information about this un- 
usual development is contained in the 
free book, ‘PORT NEWARK.” A 
copy will be sent to you on request. 
Write for it today. 


THOS. L. RAYMOND, Director 


Department of Public Improvements, 





Newark, New Jersey 
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to cover instances where a shipper appropriates a car without 


the carrier’s permission and loads it out in a direction other 
than the home road or otherwise contrary to the carrier’s car 
service rulés and regulations. 

The carriers, except in time of car shortage, being required 
to promptly furnish cars upon reasonable request, it would seem 
are entitled to enforce reasonable rules for the distribution and 
use thereof. Therefore, if a shipper, in disregard of car distri- 
bution rules and regulations of a-carrier, which have been 
brought to his attention, loads cars without regard thereto, or 
without securing the consent of the carrier to so load, he should 
be required to assume the cost of transferring such a car so 
as to permit of its being used to the best advantage by the 
carrier. 

The rules referred to, if they are intended for the purpose 
above suggested, are incomplete, in our opinion, in that they do 
not clearly define their object, nor do they, as they might well do, 
inform the shipper of the carrier’s rules and regulations with 
respéct to the loading of equipment with regard to ownership 
or otherwise, or of its requirement that it be notified of the 
shipper’s intention to reload so as to permit of other equipment 
being furnished, if under its car service regulations the car is 


one which should not be loaded for movement to the intended 
destination of the shipment. 


Liability of Carrier for Loss From Tank Car Furnished by 
Shipper 

Ohio-—Question: We received a tank car of oil on our 
tracks originating at Seattle, Washington, ahd the oil was pour- 
ing from a small hole about one-quarter of an inch from the 
outlet valve. 

The car was received on our track in the above condition 
and the delivering carrier’s junction report at Chicago shows 
that this car was received by them in this condition. However, 
on filing claim they rejected this claim because the defects of 
the tank were due to leaky coils and the carrier was in no posi- 
tion to determine the condition of the car when loaded, and 
throws the burden of the loss back on the shipper. 

The writer feels that the carrier is responsible to a certain 
extent for accepting the car in a leaky condition from its con- 
nection without making any effort to stop the leak. We would 
like to know whether this would be a case for the public courts 
or a situation that can be remedied through the Interstate Com- 
merce Commission. 

Answer: Your remedy, if you have one, is by suit in court 
and not by complaint to the Interstate Commerce Commission, 
for the reason that the alleged negligence of the carrier does 
not constitute a violation of the Interstate Commerce Act. 

Whether or not the carrier was negligent in the instant 
case is a question of fact to be determined from the evidence. 

If the carrier was not negligent in transporting the car in 
its leaky condition and the loss resulted from a defect in a car 
furnished by the shipper, which defect was not discernible by 
ordinary observation or such inspection as can readily be made, 
the carrier is not liable for the loss resulting. 

It has been held, however, that to relieve a carrier, not 
owning, furnishing, or supervising the loading of a car of oil, 
nor examining it for latent defects, from its common law liability 
for safe delivery of the contents, the burden is on it to prove 
such defect and the reason therefor. See C. of Ga. Ry. vs. 
Chicago Varnish Co., 53 Sou. 832; A. & V. Ry. Co. vs. American 
Cotton Oil Co., 249 Fed. 311; A. G. S. vs. Morris & Co., 249 
Fed. 312; also American Cotton Oil Co. vs. Davis, 224 Pac. 23. 

Conversion—Liability of Carrier for 

Pennsylvania.—Question: John Smith, A, New York, made 
shipment of a car of potatoes to Jones & Co., B, Md., via X & Y 
Railroads. Jones & Co. also had a plant at C on Z Railroad. 
Y. R. R. turned car over to Z. R. R. at C and instead of hauling 
through to B car was set off at Jones & Co’s C plant and reported 
by telephone to the C. office of Jones & Co. as being consigned 
7 _—— Jones & Co. unloaded the car from team track on April 

Several days after car was unloaded Jones & Co. at C was 
advised by Z. R. R. that car was intended for Jones & Co. at B. 
When purchase invoice was transferred from B to C it was found 
that Jones & Co. at C could have purchased potatoes of equal 
grade at the time for 15c per bag less than shipper billed B, 
representing a loss to Jones & Co. at C. 

Is not carrier liable for loss sustained by Jones & Co. at C 
account of the error? Can you cite any decisions of the Inter- 
state Commerce Commission covering such a case? 

Answer: The question involved is not one cognizable by 
the Interstate Commerce Commission, but by a court at law. 

While delivery of the shipment at C should not have been 
made by the carrier, nevertheless delivery was accepted at that 
point, and for this reason we do not believe that the carrier can 
be held liable in damages, for account of the plant at C, for the 
difference between the invoice price of the shipment delivered 
and the price at which the article could have been procured 
for delivery at that point at the time the shipment in question 
was tendered and accepted for-delivery at C, the plant at that 
point being party to the conversion. 


- ages for the loss sustianed. 





If the plant at B were a third party, it had a right of action 
for any damage suffered by it, for which, however, both your 
plant at C and the carrier are liable, your plant at C being, as 
stated above, party to the conversion of ‘the car in question. 

Damages—Measure of 

Florida.—Question: A buys fruit and produce from B in gq 
carload lot, paying a carlot price accordingly. When the car 
arrives it is unloaded by A and sold in small lots to numerous 
customers at a retail, or what is known as a jobbing price. Ip 
other words, A buys in carload lots and sells them out in job 
lots. 

Now if A buys a car containing 300 boxes of oranges and it 
is delayed between shipping point and his store at destination, 
resulting in 10 per cent decay on arrival or a total loss of 30 
boxes after being repacked, is he entitled to settlement of his 
claim against the railroad for loss on the 30 boxes at the price 
he sold the other 270 boxes that he jobbed in small lots of 
10 to 50 boxes to a customer, or must he accept settlement 
on the carlot market value at his station on day car was due to 
arrive? We contend A is entitled to his full actual loss which 
would be computed on 30 boxes at same price realized for the 
balance of the fruit in the car that was made sound by repacking, 
The railroad contends A is entitled to payment of loss on a basis 
of the carload market or on basis of what A would have sold 
the oranges for in a carload lot and not at the higher market 
price always paid for small lots. If claim should be settled on 
basis of carload ideas, the 30 boxes would realize less than 
the other 270 boxes. 

Answer: In our answer to “Louisiana” on page 374 of the 
February 9, 1924, Traffic World, under the caption “Damages— 
Measure of,” we discussed the question of market value, refer- 
ring to several recent cases and pointing out the difference in 
the conclusions reached by the courts of different states. A very 
recent case in which this precise question was passed upon is 
that of Y. & M. B. R. Co. vs. Delta Grocery & Cotton Co., 98 
Sou. 777. In this case the court said: 


The sole question presented is as to the proper measure of dam- 
The exact point in controversy is 
whether the appellee, a wholesale grocer, is entitled to recover the 
replacement value of the damaged flour (that is, the invoice or cost 
price, plus the freight), or the resale value (that is, the price at 
which the flour could have been sold, or, we will say, the reasonable 
cash market value), at the point of destination, Clarksdale, Miss. If 
the measure of recovery is to be the value of the flour at Clarkdale, 
then ‘the judgment for $63.56 is correct; but, if the recovery is to be 
based upon the cost price or value at the point of shipment, or the 
replacement value, than the verdict should have been $58.73. 

We understand that, prior to the enactment of the Cummins 
Amendment, the bills of lading specified that, in the event of loss 
injury, or damage to goods in transit, the measure of damages would 
be based on the value of the property at the time and place of ship- 
ment. The federal courts held this to be a reasonable regulation. 
In effect, replacement cost value prior to the enactment of the Cum- 
mins amendment had been adopted as a rule of the measure of 
damags by many courts of the United States; but since the enact- 
ment of the Cummins amendment the Supreme Court. of the United 
States has had occasion to pass upon this question, and held im- 
pliedly, if not expressly, that the measure of recovery in such cases 
is the actual value of the lost property at the point of destination; 
that is to say the consignee is entitled to recover the market value 
of the property, or the full actual loss to him, at the point of destin- 
ation. 

The case we refer to as sustaining this position is Chicago, etc., 
R. Co. vs. McCaull-Dismore Co., 253 U. S. 97, 40 Sup. Ct. 504, 64 
L. Ed. 801. This decision was affirmed by the United States Circuit 
Court of Appeals, in 260 Fed. 835, and the Supreme Court of the 
United States affirmed the decision of the Court of Appeals. We 
think this case is controlling in the case before us, and that the 
true rule is that the measure of recovery “the actual loss caused by 
breach of a contract, is the loss of what the contractee would have 
had if the contract had heen performed,”’ as said by the court in the 
McCaull-Dinsmore Case, supra. Therefore it is our conclusion the re- 
covery in the case at bar is to be measured by the actual loss to the 
consignee, which must be determined by the actual market value of 
the property at Clarksdale, Miss.. which was $11.30 per barrel for 
the flour undelivered to the appellee. ; 

In view of this conclusion, we think the judgment of the lower 
court was ¢orrect, and it is affirmed. 


USE OF ELECTRIC LINES 


That shippers are more and more using electric interurban 
lines for transportation of their freight is evidenced from 
the figures of the lines, which show an increasing business from 
year to year. This is particularly true of the short-haul bust 
ness. 

A recent report made public by the Illinois Traction SYs 
tem. operating the largest electric trunk line railway in the 
world in Illinois, shows that, in 1923, the road handled 46,067 
ears of freight, representing a tonnage close to 1,850,000 tons. 

The freight business of the system, figures show, has been 
steadily increasing from year to year. In 1921 the system 
hand'ed 32,000 cars and in 1922 a total of 37,000 cars were 
hauled. 

The business is still increasing and there is every prospect 
of the present year being a banner one for the railway, whic 
operates principally between ‘Peoria, Springfield, Decatur, 
Bloomington, Danville, Champaign, Ill., and St. Louis, Mo. 

The electric road now has terminal connections with all 
of the principa? stéanr roads tm Titfrofs:~ . 

A hundred new box cars were recently added to the road's 
equipment, making 1,323 freight and passenger cars now !* 
the company’s service. 
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A Few 
Well-Known 
Users of 
International 
Motor Trucks: 


The good work of 21 Internationals 
owned by THE CHICAGO 
TRIBUNE resulted in the pur- 
chase of 28 Internationals by 
THE NEWS—New York’s 
Picture Newspaper. 


BLUE VALLEY 

CREAMERY CO. 
producers of the famous Blue 
Valley Dairy products, now have 
a fleet of 45 Internationals. 


BRINK’S EXPRESS CO. 
largest operator of armored 
trucks for transporting money, 
owns 61 Internationals. 


AMERICAN TELEPHONE & 
TELEGRAPH CO. 
FLEISCHMANN’S YEAST CO. 


and the 
SHERWIN-WILLIAMS CoO. 
are owners of International fleets 


Over 500 Internationals are in the 
service of ARMOUR & CO., 
CUDAHY PACKING CO. and 
SWIFT & CO. 


Many of the largest RAILROAD 
SYSTEMS in the country have in- 
vested in International haulage. 


606 So. MICHIGAN AVE. 


Automobile Comfort in Steering 


NTERNATIONAL heavy-duty trucks now have a perfected steering 
gear which is a complete departure from present-day truck steer- 
ing design. If you know the cramped quarters and the scant attention 
invariably given the truck driver—and if you realize what it means to you 
in day-after-day hauling to maintain the driver’s comfort, efficiency, loyalty 
and general morale—this exclusive improvement will interest you. 


The International driver sits naturally and comfortably as in the finest 
passenger car, yet there is no sacrifice of loading space. To drive an 
International is to like it. May we have an opportunity to show your 
transportation department this new feature as well as a number of other 
features that distinguish our line of trucks? 


International Speed Trucks are built to carry loads up to 2000 pounds. 
Heavy-Duty Internationals are built in 3000, 4000, 6000, and 10,000-pound 
maximum capacities. Suitable bodies for every business. Busses are 
furnished in a variety of chassis and styles of bodies to meet every passen- 
ger transportation need. Upon request we will gladly give you folders 
describing the trucks in detail and give you also the address of the nearest 
showroom where the full line of new models is on display. 


INTERNATIONAL HARVESTER COMPANY 


OF AMERICA 


(INCORPORATED) CHICAGO, ILL. 


INTERNATIONAL 
TH AR HEGARE IR 
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Digest of New Complaints 


No. 18850 (Sub 1). Fort Smith, Subiaco and Rock Island R. R. Co., 
St. uis, Mo., vs. Alabama and Vicksburg et al. 

Alleges that complainant cannot longer continue to operate as a 
common carrier unless it can obtain additional revenue and that 
additional revenue could be realized by complainant from interstate 
freight traffic from Eastern gateways to points on the Arkansas 
Central Branch of the Missouri Pacific if such traffic could be 
routed via Dardanelle and Paris, Ark., over complainant’s line, 
and also by routing of interstate freight traffic from Wastern 
gutewevs to points beyond Fort Smith, Ark., via Dardenelle and 

aris over complainant’s line. Complainant states that it has 
requested the cooperation of the Missouri Pacific in voluntary com- 
pliance with the recommendations made by the Commission in 

I, C. C., 617, that through routes be established from Bastern 
interstate points to points on the Arkansas Central Branch of 
the Missouri Pacific but that Missouri Pacific has asserted it would 
do nothing without a formal order of the Commission. Asks 
order commanding plaintiff and defendants to establish through 
rates from Eastern interstate points through the Ola-Dardanelle 
gateway via complainant’s line and the Arkansas Central Branch 
to points on said Arkansas Central Branch, Paris to Fort Smith, 
inclusive, and to agpens beyond Fort Smith, in all cases where 
such routing would not deprive an initial carrier of the long 
haul, or where the giving of the long haul to an initial carrier 
would result in a route unreasonably long as compared with the 
route via complainant’s line. 
No. 15807 (Sub 1).—Lone Star Gas Co., Dallas, Texas, vs. Chicago, Rock 
Island & Gulf et al. 

Unjust and unreasonable rates on iron and steel pipe and fittings, 
carloads,.from Mart, Gordon, Ranger, Parks and other points in 
Texas, to Comanche, Duncan, Healdton and Wynnewood, Okla., 
and from Comanche and Duncan, Okla., to Handley, Petrolis and 
Ranger, Texas. Asks cease and desist order, just and reasonable 
rates, and reparation. 


No. 15848 (Sub 1).—L. Z. Dickey,‘ et al., McComb, Miss., vs. Alabama 
& Vicksburg et al. 

Unreasonable, exorbitant, unjust, prejudicial and preférential 
rates and charges on salt, in carload lots, from Anse-La-Butte, 
Avery, Salt Mine, Weeks Island and Jefferson Island, La., to Mc- 
Comb, Brookhaven, Hattiesburg, McLain, D’Lo, Greenwood, 
Winona, Newton, Belzoni, Moorhead, Lexington, Greenville, Clarks- 
dale, Tutwiler, Rosedale, Grenada, Tchula, Panola, New Albany, 
Canton and Durant, Miss. Asks cease and desist order, just, 
reasonable and non-discriminatory rates, and reparation. 

No. 15922, Sub. No. 2. Crittenden Compress Co., Memphis, Tenn., vs. 
Nlinois Central et al. 

Unjust and unreasonable rates and charges, in violation of the 
long-and-short-haul clause, on shipments of compress castings 
= fittings between Winona, Miss., and Earle, Ark. Asks repara- 

on. 


No. 15946. Gulf City Mfg. Co., Inc., Mobile, Ala. vs. Apalachicola 
Northern et al. 

Unjust, .unreasonable, discriminatory and prejudicial rates and 
charges on crushed oyster shells and oyster shell dust from Ap- 
alachicola, Fla., to various interstate destinations, and points in 
Dominion of Canada, at least to the extent said rates and charges 
exceeded or exceed the rates and charges contemporaneously in 
effect from New Orleans, La., Lake Shore, Miss., Gulfport, Miss., 
Boloxi, Miss., and Mobile, Ala., plus 41%4 cents per 100 pounds. 


Asks cease and desist order, just, reasonable and nondiscrimi- 
natory rates and reparation. 


No. 15949. Gulf States Portland Cement Co., 
Norfolk & Western et al. 


Alleges that rates on gypsum rock from Plasterco and Salt- 
ville, Va., to Spocari, Ala., are unjust, unreasonable, preferential 
against Spocari and in favor of Chattanooga, Birmingham and 
Leeds. Asks cease and desist order, just and reasonable rates 
and charges, and reparation. 


No. 15950. Sufala Cotton Oil Co., Eufala, Ala., vs. Director-General 
as agent, 

Unjust and unreasonable rates on cottonseed from points in 
South Carolina to Eufaula, Ala. Asks for reparation. 

No. 15951. White Eagle Oil and Refining Co., Kansas City, Mo., vs. 
Santa Fe et al. 

Unjust, unreasonable, discriminatory and preferential rates. 
in violation of the aggregate-of-intermediate-rates provision of 
section 4, on lubricating oils from Manchester, Texas, to Topeka, 
te — cease and desist order, just and reasonable rates, and 

aration. : 


No, Rae a 5 D. B, Allen, Mobile, Ala., vs, Director General as Agent, 





Demopolis, Ala., vs. 
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Illegal and unjust rates on lime cola syrup from Montgomery, 
Ala., to Mobile. Asks reparation. 

©, 15953. Quebracho Products Co., Inc., New York, N. Y., vs. Staten 
Island Rapid Transit et ‘al. 

Unjust, unreasonable, discriminatory, preferential and prejudi- 
cial rates on 4 tank carloads of liquid tanning extract from Marin. 
ers Harbor, N. Y., to Millville, Pa. Asks reparation. 

No. ony Tidal Osage Oil Co., sa, Okla., vs. Director General as 

agent, . 

njust, unreasonable and illegal rates, in violation of section 

10 of the federal control act and section 6 of the interstate com. 

merce act, on shipment of wrought iron pipe from Chester, Pa,, 

billed to Tulsa and ordered diverted to Wynona, Okla., because of 
failure to carry out the diversion instructions. Asks reparation, 
No. 15954 (Sub. 1). Same vs. Same. 

Same complaint and prayer with renpect to eipment of wrought 
iron oe from Duquesne (Pittsburgh), Pa., billed to Tulsa, and 
ordered diverted to Wynona. 

No. 15954 (Sub. 2). Same vs. Same. 

Same complaint and prayer with respect to shipment of wrought 
iron pipe from Zanesville, Ohio, billed to Tulsa, and ordered 
diverted to Wynona. 

No. 15955. Ralston Purina Company of Texas, Ft. Worth, Tex., vs, 

Director General as agent, Texas & Pacific et al 

Unjust, ureasonable and illegal are charges on shipment 
of —_ maize from Brawley, Calif., to Ft. Worth, Tex. Asks 
reparation. 

No. 15956. Hartwell & Lester, Inc., New York City, vs. Bessemer & 

Lake Erie et al. 

Unjust, unreasonable, discriminatory, preferential and prejudi- 
cial rates and charges on three cars of coal from Mahood, Pa, 

: originally consigned to Feura Bush, N. Y.,-and diverted or recon- 
signed to Rutland, Vt. Asks cease and desist order and repa- 


ration. 
No..15958. Diebold Safe & Lock Co., Canton, O., vs, Director-General 
as agent, and Pennsylvania. : 


Unjust and unreasonable rates and charges on 7 carloads of 
angles, plates and bundles of steel from Pittsburgh, Pa., to 
Canton, O., in 1918 and 1919. Ask reparation. 


N 


CHANGES IN DOCKET 


I. and S. No. 2152, classification rating on motor vehicle 
wheels, was set for hearing in Washington, D. C., June 21, be 
fore Examiner Konigsberg. 

Argument in No. 14948, National Association of Waste Ma- 


terial Dealers’ case, assigned for June 21, at Washington, was 
canceled. 


MAKE AMERICA YOUR COUNTRY 


“Make America Your Country as Well as Your Home” 
is the slogan adopted by the Rock Island Railroad in its cam- 
paign to “Americanize” its employes. 

A plan, being worked out by T. J. O’Shaughnessy, super- 
visor of personnel, proposes that all unnaturalized employes 
will receive two hours of instruction a week in reading, writ- 
ing and speaking English, and in the study of the Constitution 
of the United States. Classes will be formed at various divi- 
sion points, and a course of study will be given extending over 
a period of approximately 28 weeks. In Chicago, the work will 
be carried on in co-operation with Morgan A. Hogge, assistant 
superintendent of schools in charge of Americanization. At 
other points on the system similar arrangements are being 
made through local boards of education for the instruction 
of the classes in American citizenship. 

All foreign-born employes who have not done so will be 
urged to make application for citizenship immediately. At the 
end of the course of instruction these employes will receive 
an examination by an inspector from the U. S. Naturalization 
Board and, if satisfactory, each will receive a “diploma.” At 
the end of five years’ residence in the United States, these 
“diplomas” may be presented at any federal naturalization 
office and will admit the employe to full citizenship without 
further examination. 

The work is being carried out under the recently estab- 


lished department of personnel and public relations of this 
railroad. 


Docket of the Commission 





Note. items In the Docket marked with an asterisk (*) are new, 
kaving been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too fate to show the change In 
this Docket will be noted elsewhere. 


= 23—- ment at Washington, D. 


bs 
30—National Association of Ice Cream Mfgrs. vs. Amer. Ry. 
ress Co. et al 


14682—Devine & Asselstine et al. vs. A. C. L. R. R. et al. 

14743—Watertown Chamber of Commerce vs. C. & N. W. Ry. et al. 
* 15233—Chaffee Railroad Company vs. Western Maryland Ry. et al. 
June 23—Kansas City, Mo.—Examiner Disque: 

I. and S. No. 2097 (and first supplemental order)—Class and com- 
modity rates from Atlantic Seaboard and defined territories to 
southwestern destinations. 

Portions of fourth section application Nos. 999 et al., filed by 
Agent Sedgman and others, concerning rates on classes and com- 
modities from points in Atlantic seaboard territory, etc., to points 
in Arkansas, Oklahoma, Texas, Louisiana and Kansas. 

June 23—Chicago, Ill.—Examiner Cummins: 
Fourth Section Application No. 12383, et al., filed by Agents Coun- 


tiss and Jones, concerning rates on lumber and _ other forest 
products from points in Oregon, Washington, Idaho, Montam. 
Alberta and British Columbia to points in C. F. A. territory, ¢ a 
(This hearing involves numerous other applications filed by aa a 
and individual lines on various commodities between vario 
points in the United States and Canada.) 


Fourth Section Application Nos. 909 et al., filed by O. S. L. RB 
et al., concerning rates on grain, flour, millstuffs, hay and straw, 
alfalfa meal and alfalfa feed C. L., from ints on the O. &. ° 
R. R. and connections in Idaho, Montana, Oregon, Utah ang ares 
ming to Texarkana, Ark., Alexandria, Baton Rouge, Lake 
Monroe, Pineville, Port Chalmette, New Orleans, Shreveper 
West Lake. West Monroe, La., Jackson and Meridian, Miss., 
Memphis, Tenn., etc. 

June 24—Argument at Washington, D. C.: 

14718—Laurel Oil & Fertilizer Co.\.vs. Director-General, Central of 
Georgia Ry., et al. 

14870—El Paso Chamber of Commerce vs. Santa Fe et al. tern BY. 

14915—Orange Chamber of Commerce vs. Alexandria & Weste 

et al. 


June 
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She een ge el SORRY NET REC ELE 


The now-famous GMC Two-Range Transmission is of the 
greatest importance to warehouse owners and operators of 
moving vans. With this exclusive GMC feature, the power 
from an economical-sized engine is multiplied into pulling 
power at the wheels that will move the truck anywhere 
there is traction for the wheels. And this power is pro- 
vided without sacrificing any of GMC speed on good roads 
or adding to the cost of operation, Thus the range in which 
GMC can work and show a profit is enlarged beyond that 
of ordinary trucks. 


GMC trucks offer unsurpassed efficiency in every field of 
hauling service. When extra power is necessary to move 
an exceptionally heavy load or when grades and heavy go- 
ing call for an extra pull, GMC can supply the surplus neces- 
sary. On long trips and on good roads when time is a 
deciding factor, GMC can travel just as fast as is safe for 
a truck of its size and weight. And with these profit- 
building advantages GMC combines an economy of opera- 
ion and maintenance that enables GMC to work under 
¢onditions impossible to other trucks. 


If you are a truck owner, or if you are interested in hauling 

and delivery of any sort, you will wish to read about GMC 

design and construction and a detailed description of GMC 

_ features. A free, illustrated booklet on these has 
€n prepared and this, with the GMC catalogue, will tell 

te a great deal more about these profit-making trucks. 
ill in and mail the coupon today. 


GENERAL MOTORS TRUCK COMPANY 


Division of General Motors Corporation 
Pontiac, Mich. 





Enlarge Your Range of Service 


With GMC Trucks 


“G.M.C. Trucks are seven steps ahead” 


General Motors 





Mail This Today 


GENERAL MOTORS TRUCK COMPANY, 
Dept. 41, Pontiac, Michigan 


Please send me GMC literature, including GMC. 
catalogue and booklet, “Warehouse Transportation.” 


ERE ROR ee ORR et TP = ie nett se 


slices iar ceiugh Wedge pean tial ais al 








1608 


14965—Anderson, Clayton & Company vs. Director-General, and Ft. 
Smith & Western R. R 


June 25—Argument at Washington, D. C.: 

oo Corporation Commission of New Mexico vs. Santa Fe 

y. eta 

14930—W. M. Fain Grocery Company vs. L. & N. R. R. et al 

15160—Jackson Traffic Bureau 
A. & V. Ry. et al. 
Portions of Fourth Section App. No. 2045, filed by Illinois Central 
R. R., concerning rates on box material from New Orleans, La., 
to Key West, Miami and Tampa, Fila. 

14439 (and Sub. Nos. 1 and 2)—The News Corporation, doing husi- 
ness as The St. Joseph-News Press, vs. Mo. Pac. R. R. et al. 
14588—Royal Milling Company vs. Director-General. 
15551—J. S. Kloeber et al. vs. Nor. Pac. Ry. et al. 

June 26—Harrisburg, Pa.—Public Service Comm. of Penna.: 

* Finance No. 3553—In the matter of the application of the Stewarts- 
town Railroad Company to acquire control of the New York & 
Fawn Grove R. R. Co. by purchase of capital stock and by deed 
of conveyance of its property. 


June @6—Augusta, Me.—Public Utilities Commission of Maine: 
Finance No. 3525—In the matter of the application of the Aroostook 
Valley Railroad Company for a certificate of public convenience 
and necessity authorizing it to construct an extension to its 
present line of railroad. 
June 26—Washington, D. C.—Examiner Law: 
Finance No. 3647—Excess income of the Buffalo & Susquehanna 
Railroad Corporation. 
June 26—Argument at Washington, D. C.: 
14358—West Virginia Pulp & Paper Co. vs. Southern Ry. et al. 
14877—Southern Transportation Company et al vs. N. & W. Ry. 


et al. 
14312—Dawson Produce Company et al. vs. A. & V. Ry. et al. 
14436—Harkrider Keith Cooke Co. et al. vs. Abilene & Southern 


ar. et al, 

“a —Continental Sugar Company vs. N. Y. C. R. R. et al. 

June 27—Cincinnati, Ohio—Examiner Disque: 

* 1. and S. No. 2154—Classification rating on Automobile fenders. 

June 27—Washington, D. C.—Examiner Davis: 

* Finance No. In the matter of the application of the Susque- 
hanna & New York R. R. Co. for authority to acquire control, 
by Tease, of the Tionesta Valley Ry. Co. 

June 27—Argument at Washington, D. C.: 

15058—M. Piper and Walter a Piper, trading as M. K. Piper 
Coal Company vs. James 8. Blair and David Blair, operating 
The Blair Railroad. 

15065—Lafayette Box Board and Paper Company vs, C. C. C. & 
St. L. Ry. et al. 

15373—Piedmont Oil Company vs. A. & V. Ry. et al. 

15110—Jones & Laughlin Steel Corporation vs. B. & O. R. R. et al. 

* Finance No. 2874—Proposed extension of line by San Antonio 
Southern Ry. 

* Pipewee No. 2915—Construction of lines by San Antonio & Mexican 


y. 
* Finance No, 2951—Proposed construction by Nueces Valley, Rio 
Grande & Gulf R. R. Co. 
June 27—Memphis, Tenn.—Examiner Trezise: 
9702--Memphis-Southwestern investigation. 
6390—-Memphis Freight Bureau vs. St. L. L M. & S. Ry. et al. 
(Further hearing with respect to rates on sugar to Louisiana 
points. ) 
June 28—Argument at Washington, D. C.: 
1. and S. No. 1878—Refrigeration charges, Florida, Maryland, 
Pennsylvania and West Virginia to instertate destinations, 
14983—American Association of Nurserymen vs, Amer. Ry. Ex- 
r 


Pe: Co. 
1 Black Steel & Wire Company vs. Santa Fe Ry. et al. 
es ae yee Lead & Fluorspar Mining Co. et al. vs. M. & O. 
. R. et alk 
June 28—Argument at Washington, D. C.: 
* 1. and S. No. 2090 (and first and second supplemental orders)—Rout- 
ing from Texas to eastern and New England territories. 


June 30—Cincinnati, Ohio—Examiner Disque: 
* 1. and S. No. 2157—Canned goods and iron and steel articles from 


— ports to Ohio and Mississippi River crossings and related 
points. : 


June 30—Argument at Washington, D. C.: 

* Finance No. 2590—In the matter of the application of the Morgan- 
town & Wheeling R. R. Co. for a certificate of public convenience 
and necessity authorizing it to construct a line of railroad. 

* Finance No. 3332—In the matter of the application of the Mononga- 
hela Ry. Co. for authority to acquire control, by purchase of 
stock, of the line of the Monongahela & Ohio R. R. Co. and for 
authority to acquire control, by purchase of stock and by lease, 
of the line of the Scotts Run Ry. Co. 

* Finance No. 3333—In the matter of the application of the Scotts 
Run Ry. Co. for authority to issue capital stock of the par value 
of one million dollars. 


June 30—Argument at Washington, D. C.: 

' 13832—Gulf Coal Company vs. Virginian Ry. et al. : 
14454—Wyoming Coal Company et al. vs. Virginian Ry. et al. 
14889—The Chevrolet Motor Company of California vs. Director- 

General, Santa. Fe, et al. 

13623—The Arkansas City Sand Company et al. vs. St. L.-S. F. Ry. 

beg — Chamber of Commerce et al. vs. Arkansas Central 
. et al. 
14838—Buhner Fertilizer Company vs. B. & O. R. R. et al. 


June 30—Washington, D. C.—Examiner Turner: 


Finance No. 3767—-Excess income of Indiana Northern Railway 
Company. 


a 
June 30—Memphis, Tenn.—Examiner Trezise: ‘ 
1. and §. No. 2137—Combination rule on cotton and cotton linters 
from points in the South and Southwest. 
uy 1—Washington, D. C.—Examiner Gerry: 
' 11756—Bangor & Aroostook R. R. Co. et al., vs. Aberdeen & Rock- 
fish R. R. et al. (Further hearing). 


sacs A 1—Argument at Washington, D. C.: 
al. Dkt. No. 166—In re tentative valuation of the property of the 
Boston Terminal Company. 
Val. Dkt. No. 302—In re tentative valuation of the property of Gulf 
and Ship Island Railroad Company. 


Val. Dkt. No. 228—In re tentative valuation of the properties of Min- 


eral Range Railroad Co. and Hancock & Calumet Railroad Co. 
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Val. Dkt. No. 256—In re tentative valuation of the ‘property of 

the Duluth, South Shore & Atlantic Railway Co. 

Val. Dkt.. No. 220—In re tentative valuation of the property of 

Wildwood and Delaware Bay Short Line R. R. Co. 
Val. Dkt. No. 305—In re tentative valuation of the property of New 
~ Orleans Great Northern Railroad Company. 
Val. Dkt. No. 215—In re tentative valuation of the property of 
Louisiana Railway & Navigation Company. 

* 15034—The Ontario Paper Company, Ltd. et al vs. Canadian Na. 
tional Rys. et al. 

July 1—Washington, D. C.—Examiner Davis: 

* Finance No. 9—In the matter of the application of the Seaboard 
Air Line Ry. Co. for authority to acquire control, by lease ang by 
acquisition of stock, of the railroad and other properties of the 
Florida Western & Northern R. R. Co. and for an order authoriz- 
ing the assumption and payment of obligations and _ liabilities 
arising out of and incident to such acquisition of control. 

July 2—Pittsburgh, Penna.—Examiner Mackley: 

* |. and S. No, 2158—Storage rules on fruit and vegetables at Pitts. 
burgh, Penna. 

July 2—Memphis, Tenn.—Examiner Trezise: 

1, and S. No, 2107—Commodity rates in Sotiwentere territory. 
1, and §. No. 2107 (first supplemental order)—Commodityy rates jn 
Southwestern territory. 


July 2—Washington, D. C.—Examiner Fleming: 

15622—Maxwell Motor Corporation vs. B. & O. R. R. et al. 

July 5—Buffalo, N. Y.—Examiner Gault: 

* |. and S. No. 2156—Transit privileges on lumber at Buffalo, N. y. 
and related points. 

July 7—Washington, D. C.—Examiner Cummings: 

* Portions of fourth section App. Nos. 1548 et al., filed by Southem 
Railway, etc., relating to rates on Coal from mines in Virginia, 
West Virginia and Kentucky to Washington, D. C., Alexandria, 
Va., and stations on the R. F. & P. R. R. between Potomac 
Yards, Va., and Washington, D. C., etc. 

July 7—Washington, D. C.—Examiner Marchand: 

* Val. Dkt. No. 320—Tentative valuation report on the property of 
Wisconsin & Michigan Ry. Co:, as of June 30, 1916. 

July 7—Cleveland, O.—Examiner Mackley: 

15924—-The Grasselli Power Company vs. A. C. & Y. Ry. et al. 
15810—The Canfield Oil Company vs. A. & V. Ry. et al. 

July 7—Wichita, Kansas—Examiner Carter: 

‘ ere Wichita Chamber of Commerce et al., vs. A. & V. Ry. 
et al. 

July 7—Augusta, Ga.—Examiner McChord: 

yr tama of Commerce et al., vs. Aberdeen & Rockfish R. R. 
et al. 

July 7—Buffalo, N. Y.—Examiner Gault: 

15774—The H-O Cereal Company, Inc. vs. Santa Fe. Ry. et al. 
July 7—Washington D. C.—Examiner Fleming: 
15676—Washington Publishers’ Association et al. vs. Algoma Cen- 
tral & Hudson Bay Ry. et al 


=a Publishers Association et al. vs. B. & O. RR. 
et al. 
July 7—Clarksburg, W. Va.—Examiner Butler: 
15680—Monongahela Valley Association vs. A. C. & Y. Ry. et al. 
July 7—Washington, D. C.—Examiner Turner: 
Finance No. 3804—Excess income of the Ligonier Valley Railroad 
Company. 
July 8—New York, N. Y.—Examiner Hunter: , 
1. and S. No, 2134—Slate from New York and Vermont points to 
uffalo, N. Y. and related points. 
July 8—Detroit, Mich.—Examiner Gault: , 
15699—Clark Equipment Company vs. C. B. & Q. R. R., Director- 
General, et al. 
July 9—New York, N, Y.—Examiner Hunter: 

15608—F. & O. Cedar Works, Ltd., vs. N. C. & St. L. Ry. et al. 
15769—Joseph Dixon Crucible Company et al. vs. P. R. R. et al. 
July 9—Atlanta, Ga.—Examiner McChord: ; 

Il. and S. No. 2136—Cancellation combination rule on Stone, Georgia 
to Northern, C. F. A, and Western points. 
July 9—Canton, Ohio—Examiner Mackley: 
15637—The Canton Bridge Company et al., vs. B. & O. R. R. et al. 
Portions of fourth section app. No. 1772, filed by Agent McCain, 
relative to rates on iron and steel articles from Butler, Pa., etc. 
to Canton and Massillion, Ohio. 
July 9—Salina, Kansas—Examiner Carter: 
1 1—The Salina Chamber of Commerce et al., vs. Alexandria & 
Western Ry. et al. 
July 9—Lansing, Mich.—Examiner Gault: 
15607—Holland Furnace Company vs. Pere Marquette Ry. 
July 9—Argument at Washington, D. C.: 
12942—Diamond Match Company vs. Director-General. 
13318—Boston Woo! Trade Association vs. Director-General. 
14247 (and Sub. No, 1)—Wadhams Oil Company et al. vs. C. & N. 
W. Ry. et al. 
July 10—Atlanta, Ga.—Examiner McChord: 
12743—Bona Allen, Inc., vs. Boston & Maine R. R. et al. 
July 10—New York, N. Y.—Examiner Hunter: 
15208 (and Sub. Nos. 1 and 2)—The Barrett Company vs. N. C. & 
St. L. Ry. et al. 
* 1, and S. No. 2148—Rating on soap in official classification. 


July 10—Washington, D. C.—Examiner Fleming: 
ey Te ¥s See Gr trading as National Slag Company Vs. B. 
. R. R. et al. 


July 10—Grand Rapids, Mich.—Examiner. Gault: 
15698 (and Sub. No. 1.)—Kalamazoo Chamber of Commerce et 4l. 
vs. C. & O. Ry. et al. 
July 10—Argument at Washington, D. C.: 
11783—The Traffic Bureau of the Douglas Chamber of Commertt 
and Mines et al. vs. Director-General, Arizona Hastern R. R., et ®. 
July 11—Grand Rapids, Mich.—Examiner Gault: t 
* |, and S. No. 2149—Switching at points on the Benton Harbor & St. 
Joe Railway & Light Company. 
July 11—New York, N. Y.—Examiner Hunter: 
15770—Federal Match Corporation vs. Great Northern Ry. et al. 
July 11—Columbus, Ohio—Examiner Mackley: 
15687—E. C. Humphries vs. Director-General. 
ee 11—Argument at Washington, D. C.: 


96—In re rules governing ratings of coal mines, other than 
anthracite, and the distribution of cars to such mines. 
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Why Balsa is 
the Better Way 


Proof against heat— 
Proof against cold— 
Proof against damage— 


Practically proof against 
pilferage— 


Fire resisting— 

Unusually light for the 
thickness of the 
wood— 

Save refrigeration cosis— 

Use them againand 
again— 

Made to order. 
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Frozen when it left— 


New York to San Francisco— 
and no ice! 





As an experiment to test the insulating ‘quality of Balsa 
Boxes, a perishable food product was recently shipped 
frozen in a Balsa Box from New York to San Francisco. 
No ice jackets or refrigeration of any kind was used. The 
perishable was frozen when it left and frozen when it 
got there! 





Shippers of many kinds of perishable and semi-perishable 
products are now shipping via Balsa. Not only have they, 
in this way, insured their goods against deterioration, but 
they have effected a great saving in the high cost of 
refrigeration. 


Write the nearest office for detailed information as to how 
these marvelous boxes aid you in the better transportation 
of your perishable and semi-perishable products. 


BALSA BOX DEPARTMENT 


The Fleischmann Transportation Company 








NEW YORK CHICAGO 
699 Washington St. 327 So. La Salle St. 
Baltimore San Francisco Buffalo 
St. Louis Langdon, D. C. Peekskill, N. Y. 
Seattle Boston Cincinnati 
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Frozen when it got there! 


June 28, 1924 
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O all the West’s wild, wonderful vaca- 

tionland goes the Burlington. Let it 
take you this summer to the Playland of 
America—the Rockies. 


Visit Colorado with its scores of fascinat- 
ing vacation spots. Take the famous Grand 
Circle Tour from Denver—236 thrilling 
milesof mountain scenery. Stopoffat lovely 
Rocky Mountain National-Estes Park— 
a wild, vast symphony of mountain beauty. 


Follow the spectacular East Slope of the 
Continental Divide north. Take the tour 
of Yellowstone National Park, including 
the thrilling 90-mile ride over the Cody 
Road. And still farther north —Glacier Na- 
tional Park with its breathtaking grandeur. 
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Special Summer Tourist Fares 


Write for rate quotations, information and interesting 
booklets showing where to go and what to see 


P. S. EUSTIS 


Passenger Traffic Manager 
547 West Jackson Boulevard 
Chicago, Ill. 
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All this the Burlington offers you on one 
wonderful “great circle” tour. Go one way 
and return another; visit as many places 
as you desire; remain as long as you please. 


Go on to the Pacific Northwest with its 
wonder cities—Seattle, Portland, Spokane, 
Tacoma, with its scenic attractions—Rai- 
nier National Park, Crater Lake National 
Park, the Columbia River Highway, the 
Spokane Lake Region and scores more. 


The Burlington takes you “everywhere 
West”—and always in perfect travel com- 
fort. It provides a service that anticipates 
your every travel wish. 
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A Dependable Service 


«“ The Delaware and Hudson “ 
is the Transportation Link Connect- ‘ 
” ing the New England States with the ; 
South and West, and Eastern Canada 
with All Points South. 


DELAWARE & HUDSON SERVICE is co-ordinated with that of 





le os on che oe od oc obik co Hee wae sbes 

eee: CU PUES POUEWEY cc cece ccc ec cecseceneees | via Rouses Point, N. Y. 
The Quebec, Montreal & Southern...................... 

id cay 6 ln dinet anes eet dedeegries via Mechanicville, N. Y. 
EE . os cave ee hs beGebas os 0<peeees pau via Albany, N. Y. 
ESI SSIS IS ee 

ERI Ty ep te Sa a re eer Gt via Wilkes-Barre, Pa. 
GE =n Se ee ee ae ee 

NI Las oils aig ch dinky obpenilb sedi wm Baa we Ree iso . . 
i ad ae Si udnle ain mand @ hia wee } via Binghamton, N. Y. 
The Lehigh Valley ......... EE ey ee ee ee Eee via Owego, N. Y. 


and their connections 


Thus providing a dependable through service for the movement of fuel, raw materials, 
finished products and general merchandise between territories of large population. 


LESS-THAN-CARLOAD FREIGHT ROUTED VIA DELAWARE AND HUDSON has the advantage of 
unusually broad loading classifications, providing through cars east, west, north and south, to and 
from many cities in Massachusetts, New York, New Jersey, Pennsylvania, Maryland, Virginia, Michi- 
gan, Ohio, Indiana, Illinois and Missouri, or a short haul to transfer points making destination cars or 
loading to near-home transfers. 


OUR NEAREST REPRESENTATIVE will render you helpful service, if given opportunity. All our 
Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do so. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 
ALBANY. PN -—Telephone Main 3380 


a - 4 bd & 


ESE RS 5 ARC EES ee ee eee ee eee eee eee 
in 6. 0 e decetnveseniccceedens General Eastern Freight Agent..... 5 sc 5v.bi-n: ab <cave) oie 6-01 nla Wie) oka Wi we aac anaiae D. & H. Building 
ATLANTA, GA. 
ES eC Cee SII, 05g Scat, OU ang wesaile eb wale ASR DESO SESS we a Oap eee Seaeeeenee 913 Healey Building 
a — haope Main 1323 
ichabin gee ame euin~ + seme New England Freight Agent...........cccceececcccccccccceccececeese 415-716 Old South Building 
BUFFALO, “ . ¥.~-eiephone Seneca 853 
Se SR Ere Ra SR eT eee 
CHICAGO. ILL. cided Wabash 8994 
ee eer NNN) I oe sxc deaiataser'as dual aneidroreher-uasere ace 838-839 Transportation Bldg., 609 South Dearborn Street 
MONTREAL, QUE.—Telephone Main 638 : 
POE TIER ccccccocccesveccews TN RE FO eC LEC Te OE 238 St. James Street 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 
EE eS ac ecccvasceceteonas oa Si dus oot crane dla ee argvahe eae ev ecaho ake Melee cibwere 1446-48 Woolworth Building, 233 Broadway 
SS N. Y¥.—Telephone 1500 
EN coe w acme aemgen wage w oe IN a rg oo acta iar a: eh Sree: ove IRC aL are a bUaNS ere morte iain Ole wisle'e Manne eantren 191 Main Street 
PHILADELPHIA, PA.—Telephone Spruce 9436 ' 
gg Err? General Southern Freight Agent............... 1109-10 Finance Bldg., 1420-26 South Penn Square 
pene. PA.—Telephone Smithfield 1212 
. we Baldwin sealers Sarechiaieeee-b adele eee a ea STE a Ja ars, 0:6, @ sical eve) ob UNG Ore tue 0:0 4 Onl CO eiwiaeee ”513- 514 Bessemer Building 
Ms - Me 6b vo we gia seUb dew teas eee ee er oe er we 513-514 Bessemer Building 
on i gy N. Y¥.—Telephone 698 ( 
ln: acudtnie atdeknecciaarnarecesdalam SS ee ee eee 
senaaieat, | PA. —Telephone Bell 475, Con. 557 
J. J. Coyle ecens Cee suc ewecesoeee Ree NY (I CN 4d a 2 acpey ain re. meee une seeds ae a ceewewhen D. & H. Passenger Station B 
ST. LOUIS, MO.—Telephone Olive 1651 B 
|, YS iy aay NN IN ade oas op ai techie cele tis a oe eras SoC aE cen a com oues MemeT 1021-1022 Pierce Building ( 
TROY, N. Y.—Telephone 765 
eG Ns ctteds < 05.60 0005s 0ceuson nN I tt oa is care Wa. gaat ate ip ane sgiiblniate: «Pnaiataibia elanleraelelalaiers Union Station : 
W. J. Mullin, Gen’l Traf. Manager, Albany, N. Y. : 
W. G. Story, General Freight Agent, Albany, N. Y. F. W. Nyland, Coal Freight Agent, Albany, N. Y. 0 
‘ C. E. Rolfe, Ass’t Gen’] Traf. Mgr., Albany, N. Y. : L. F. Perry, Ass’t. to Gen’l. Traf. Mgr., Albany, N. Y. ¢ 
I 
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by A SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
BETWEEN NEW YORK AND MONTREAL 
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ROUTE YOUR FREIGHT 


FOR 


REGULAR DEPENDABLE SERVICE 


VIA THE 


SOO LINE 


BETWEEN 


ALL POINTS ww Tue EAST ann SOUTH 


AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


(Te avold delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLICATE. 
This dooument must be delivered railroad agent at initial point with the shipment and accompany same to Canadian port of entry. 


AGENCIES Pitteburgh, Pa., 840 Sixth Ave. 
Portland, Ore., 65 Third St. 
st. Me., 2050 Railway Exch. Bidg. 
St. Paul, =, 1112 Menchants "National 
18 Majestic Bidg. Bank Bldg. 
Minneapolis, Minz., Soo Line Bidg., 5th St. San Francisce, Cal., 675 Market St. 
and Marquette Ave. Sault Ste. 
Neenah, Wis. Seattle, Wash., 608 2nd A 
New York, N. Tr. Welw Bldg. Spekane, Wank, 1006 Old Nat Bank Bldg. 
4 Linquist Bldg. Omaha, Neb., 1025 W. W. Bidg. Superier. 
islane anapolis, Ind., B22 ‘Merch, a oa . Philadelphia, Pa., reas 8 ldg., Locust St. at Wankenk 


keska, “Wis. 
meas City, Mo., 788 Railway Ex. Winnipeg, Man., 608-604 Lombard Bldg. 


ROUTE YOUR FREIGHT-CARE SOO LINE 
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SOUTHERN PACIFIC .LINES 












OPEN SPACES and OPEN OPPORTUNITY 


The Forty Eight States of the Union 
Contain 3,026,788 Square Miles. 


The two largest States in the Union are both served by Southern Pacific— 
Texas — California 
Of the three largest States in the Union two are served by Southern Pacific— 
Texas — California — Montana 


Of the four largest States in the Union three are Served by Southern Pacific— 
Texas — California — Montana — New Mexico 


Of the five largest States in the Union four are served by Southern Pacific— 
Texas — California — Montana — New Mexico — Arizona 


Of the six largest States in the Union five are served by Southern Pacific— 
Texas — California — Montana — New Mexico — Arizona — Nevada 





Total Square Mile Area of these five States, 764,184 — Which Equals 
More Than One-Fourth the Area of the 48 States of the Union! 


The Eight American States Served by the Southern Pacific and Square Mile Areas 
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p 6 x | SOE Serer 987,384 Square Miles 
Nearly One-Third of the Union! 






ALMOST A MILLION SQUARE MILES 
SERVED BY NEARLY 13,000 MILES 
OF SOUTHERN PACIFIC RAILS FROM 
THE MISSISSIPPI TO THE PACIFIC 
AND FROM THE COLUMBIA TO MEXICO! 


















Picture the Vast Variety of Climate, Population, Products 

and Industrial and Commercial Opportunity Afforded by this 
SOUTHERN AND WESTERN EMPIRE! 

If seeking new fields of endeavor—for information, 


—The Postman Knows Him 


®) Address, ‘‘General Agent, Southern Pacific Lines’’ ®) 







See Front Cover for Map and List of Agencies 
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